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CONGRESS AND TRANSPORTATION 


The election of Herbert Hoover to be President of 
the United States may result in legislative developments 
that will make possible in 1929 the enactment of impor- 
tant transportation legislation. The reason for this is 
that, October 27, Mr. Hoover issued the following state- 
ment: ° 

The question of a special session of Congress after March 4, in 
event of the return of the Republican party, has been under discus- 
sion for some time. There are a number of questions, particularly 
agricultural relief, which urgently require solution and should not be 
delayed for a whole year. It is our most urgent economic problem. 

I should hope it can be dealt with at the regular session this fall, 
and thus a special session be avoided. If, however, that cannot be 
accomplished I would, if elected, not allow the matter to drift and 
would of necessity call an extra session so as to secure early con- 
structive action. 

It has been practically conceded that there will be 
little chance of Congress, at the coming short session, 
acting on proposed voluntary railroad consolidation 
legislation or on proposed motor vehicle regulation 
legislation. If a special session should be called after 
March 4, however, the way would be opened for serious 
consideration of such measures. Though Mr.. Hoover 
expressed the hope that the question of agricultural 
relief could be dealt with at the short session and thus 
make unnecessary a special session after March 4, it is 
problematical whether that hope will be realized. There 
is the possibility, therefore, of a special session after 
March 4 in which final action may be taken on consoli- 
dation and motor vehicle legislation. Mr. Hoover has 
favored new consolidation legislation to facilitate action 
by the Commission on proposals of railroads, and it is 
probable that he will refer to that subject in his first 
message to the new Congress that will convene after 
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March 4. Ifa special session is not called, that Congress 
will not meet, of course, until December, 1929. 


HOOVER POLICIES 


Whatever one .may- think about the results of the 
presidential election this week, it at léast must be ad- 
mitted that the country got what’it wanted. The over- 
whelming majority given to Herbert C. Hoover removes 
any doubt on that score. Perhaps it is to be regretted 
that the majority was so large, for a strong minority 
sentiment is always valuable, if only to prevent the 
majority from too great a feeling of security. There 
is nothing like fear of consequences to keep a party or 
an individual from departing from the path of duty. We 
can only hope that Mr. Hoover and the strengthened 
Republican majority in Congress will not take advantage 
of the huge vote of confidence that has been given them. 

As to the reasons for the result, they are, of course, 
numerous. To some, one will appear predominant, and 
to others, another. Perhaps it is useless to attempt to 
discover the controlling factor. To us, however, that 
factor seems to have been an exaggerated idea of the 
abilities and equipment of the successful candidate and 
a similarly exaggerated idea of the unfitness of the de- 
feated candidate. We shall never know what Governor 
Smith’s success as president might have been, but we 
shall soon, we think, be able to discern that Mr. Hoover 
is not a superman. Indeed, that fact ought already to 
be apparent to men whose business is transportation. 

In the president-elect we have a man devoted 
academically to “national devélopment.” In him the 
engineer’s passion for making use of natural facilities 
is controlling. Hence, his vision of a 25,000 mile system 
of inland waterways, primarily for the purpose of lower- 
ing freight rates, this, again primarily, for the benefit 
of the farmer. On these waterways, if they are used, 
boats and barges owned and operated by the govern- 
ment will ply. We say they will be owned and operated 
by the government because that is the present system, 
so far as it has been developed, and because there is no 
sense in developing the waterways if they are not to be 
used, and the only operator in sight is the government. 
The “experiment” of the Mississippi and Warrior River 
barge lines will be continued and made permanent, and 
even extended, if the new president has his way, all this 
in spite of his pronouncements against the policy of gov- 
ernment in business. He does not, apparently, perceive 
his inconsistency. He airily disposes of the objection 
that the railroads will suffer through this unfair and 
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government-aided competition by saying that the use of 
waterways will develop the country and increase the 
amount of traffic, and the railroads will reap their share 
of the resulting benefit. He makes no disposition what- 
ever of the objection that this government aid, though 
a help to business that can take advantage of it, will 
throw a burden on business that cannot do so and must 
confine its traffic to the rails at higher rates, thus using 
the money of all the taxpayers for the benefit of a 
favored class. 

Mr. Hoover is also an exponent—one might almost 
say the original exponent—of the theory that rates on 
basic commodities ought to be low, with correspond- 
ingly high rates on what might be termed non-essentials 
or luxuries. It was his theory that finally, though some- 
what distorted, took form in the Hoch-Smith resolution 
under which we are now operating and which is more 
generally condemned, perhaps, than any other present 
transportation law or policy. 

To those who favor the policies we have mentioned, 
Mr. Hoover, of course, needs no excuse. Those who do 
not favor them, however, ought to realize what con- 
fronts them and, no matter to what extent they may 
be or may have been inclined to support Mr. Hoover 
for other reasons, be on their guard for the future. He 
cannot put his policies into effect by himself, but his 
power of recommendation is strong and his influence, 
with the overwhelming vote by which he was elected 
behind him, is stronger. 


REVENUE FREIGHT LOADING 

Based on actual loading of revenue freight for the 
forty-three weeks ended October 27, estimates indicate 
that the loading for 1928 may be around 51,000,000 cars, 
or approximately 700,000 cars below the total loading for 
1927. Earlier in the year it appeared that the loading 
for 1928 might fall at least 1,200,000 cars below that for 
1927. , 

In the forty-three weeks ended with October 29, 
there were loaded 42,917,925 cars of revenue freight. 
In the corresponding period of 1927, the loading totaled 
43,637,626 cars, or 719,701 cars more than in the 1928 
period. 

The peak week for loading this year was that ended 
September 29 when the total was 1,196,768 cars, or 
within 12,000 cars of the loading for the peak week in 
the history of the railroads. It is not expected that the 
record made in the last week of September will be 
exceeded this year. 

The presidential campaign of 1928, now a thing of 
the past, apparently had little effect, if any, on the vol- 
ume of revenue freight loading, which is regarded as one 
of the principal indicators of business conditions. As a 
matter of fact, in the closing weeks of the campaign, 
revenue freight loading substantially exceeded that in 
the corresponding period of 1927. For example, in the 
week ended September 29, the loading totaled 1,196,768 
cars as compared with 1,126,903 cars in the correspond- 
ing period of 1927; in the week ended October 6 the 
total was 1,186,598 cars as compared with 1,102,994 cars 
in the corresponding period of 1927; in the week ended 
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October 13 the total was 1,190,127 cars as compared 
with 1,120,007 cars in the corresponding period of 1927; 
in the week ended October 20 the total was 1,162,095 
cars as compared with 1,129,055 cars in the correspond- 
ing period of 1927; and in the week ended October 27 
the total was 1,161,976 cars as compared with 1,112,816 
cars in the corresponding period of 1927. 


RELIEF FOR THE COMMISSION 


The Chamber of Commerce of the United States 
has set a board to inquire what can be done to relieve 
the Commission of some of the burdens laid on it in 
recent years. (See Traffic World, Nov. 3, p. 990.) 
Appointment of the body of inquiry implies a conclusion 
that the regulating body is overworked. Few, if any, 
will question the soundness of the major premise. Not 
one of the few who may question it will be found in that 
part of a community that has intimate acquaintance with 
the work of the Commission. All those familiar with 
its tasks, for years, have known the unsatisfactory con- 
dition. The question among them has been as to the 
quantity and form of the relief to be given. 

Several plans have been proposed. One is to amend 
section 17 so as to authorize the Commission, in its 
discretion, to delegate and assign to one of its members, 
or to individual employes or groups of employes, the 
consideration and disposition of a particular matter or 
matters, subject to the right of the aggrieved party to 
apply for rehearing or reconsideration by the Commis- 
sion or a division thereof on the rule that governs the 
Supreme Court of the United States in its issuance of 
writs of certiorari, and not merely to have substituted 
the judgment of one set of men for the reasonably 
exercised judgment of another. (See Traffic World, 
Aug. 25, p. 425.) 

Another plan for relief is that presented to the 
Associated Industries of Massachusetts at its recent con- 
vention (see Traffic World, Oct. 20, p. 866) by C. E. 
Childe, president of the National Industrial Traffic 
League. In brief, it is that the legislation of 1920, which 
placed large additional burdens on the Commission, be 
repealed and the work of the Commission, as it was 
between 1906 and 1920, restored to it. That work was 
to see to it that rates were just, reasonable, and non- 
discriminatory. 

Legislation is necessary to bring into operation 
either form of relief. In the final analysis it seems 


_ obvious that a proposal to repeal the legislation of 1920 


would provoke opposition greater than a proposal to 
authorize (which would be equivalent to direction) the 
Commission to place its routine work on the shoulders 
of its technically expert subordinates, to the end that it 
might devote itself to its major tasks. 

It seems clear that, if the Chamber of Commerce of 
the United States will bear in mind the fact that the 
legislation of 1920, to a large extent, was enacted with 
a view to compelling the Commission to think about the 
welfare of the railroads as well as of the shippers, it 
may be able to work out a plan that is comparatively 
simple and easy of legislative accomplishment. 
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ELECTION AND I. C. COMMITTEES 


The Traffic World Washington Bureau 


Based on unofficial returns, the membership of the inter- 
state commerce committees will not be substantially changed 
in the Seventy-first Congress as the result of the election No- 
vember 6. Changes in the membership may be made when the 
committees are officially made up for that Congress, as the 
result of members being assigned to other committees, but the 
indications now are that the committees will be practically the 
same as they are now. 

One member of the Senate interstate commerce committee 
who was up for reelection, Senator Bruce, Democrat, of Mary- 
land, was defeated. Senator Mayfield, Democrat, of Texas, a 
member of the committee, was defeated in the Texas primaries 
before the election. The unofficial returns show that Senators 
Fess, Republican, of Ohio; Howell, Republican, of Nebraska; 
Pittman, Democrat, of Nevada; Dill, Democrat, of Washington; 
and Wheeler, Democrat, of Montana, all members of the com- 
mittee, were reelected, although there appeared to be some 
doubt as to Dill. There is a vacancy on the committee owing 
to the death of Senator Gooding, of Idaho. 

The members of the Senate committee, as it is now consti- 
tuted, are: Watson, of Indiana, chairman; Couzens, of Michi- 
gan; Fess, of Ohio; Howell, of Nebraska; Goff, of West Vir- 
ginia; Pine, of Oklahoma; Sackett, of Kentucky; Metcalf, of 
Rhode Island; DuPont, of Delaware; Smith, of South Carolina; 
Pittman, of Nevada; Bruce, of Maryland; Dill, of Washington; 
Wheeler, of Montana; Mayfield of Texas; Hawes, of Missouri; 
Black, of Alabama, and Wagner, of New York. 

With respect to the House committee on interstate and 
foreign commerce, apparently Representative Shallenberger, 
Democrat, of Nebraska, was the only member of the committee 

*who stood for reelection who was defeated, on the basis of 
unofficial returns. Representative Peery, Democrat, of Virginia, 
did not stand for reelection. Representative Nelson, Repub- 
lican, of Maine, was reelected in September. 

The remainder of the members of the committee stood for 
reelection and were reelected. There appeared to be some doubt, 
however, as to Representative Beck, of Pennsylvania, but he 
claimed he was elected. 

The committee, as now made up and as it was in the first 
session of the present Congress, follows: Parker, of New York, 
chairman; Cooper, of Ohio; Denison, of Illinois; Merritt, of 
Connecticut; Mapes, of Michigan; Newton, of Minnesota; Hoch, 
of Kansas; Wyant, of Pennsylvania; Burtness, of North Dakota; 
Nelson, of Maine; Robinson, of Iowa; Garber, of Oklahoma; 
Johnson, of Indiana; Beck, of Pennsylvania; Rayburn, of Texas; 
Huddleston, of Alabama; Lea, of California; Parks, of Arkansas; 
Crosser, of Ohio; Shallenberger, of Nebraska; Corning, of New 
York; Milligan, of Missouri, and Peery, of Virginia. 

In view of the fact that the Republicans will control both 
the Senate and the House in the Seventy-first Congress, the 
chairmanships of the interstate commerce committees will be 
filled by Republicans. In all probability the present chairmen 
will continue to head those committees. 

If the new administration develops a program with respect 
to proposed transportation legislation, it apparently will have 
a more favorable opportunity to make it effective in the Seventy- 
first Congress than has been the case in the present Congress. 
The Republicans will have “working majorities’ in both houses, 
according to present indications. 


SEPTEMBER RAIL EARNINGS 


Class I railroads in September had a net railway operating 
income amounting to $134,512,927 which, for that month, was 
at the annual rate of return of 5.04 per cent on their property 
investment, according to reports filed by the carriers with the 
Bureau of Railway Economics. In September, 1927, their net 
railway operating income was $133,094,300, or 5.11 per cent 
on their property investment. In its monthly summary, the 
bureau says: 


Property investment is the value of road and equipment as shown 
by the books of the railways, including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

This compilation as to earnings in September is based on re- 
ports from 185 Class I railroads representing a total mileage of 
240,262 miles. 

Gross operating revenues for the month of September amounted 
to $556,044,022 compared with $565,468,544 in September, 1927, or a re- 
duction of 1.7 per cent. Operating expenses in September totaled 
$375,646,483 compared with $386,607,150 in the same month in 1927, or 
a decrease of 2.8 per cent. 

Class I railroads in September paid $35,547,207 in taxes, a de- 
crease of five-tenths of one per cent under the same month in 1927. 
This brought the total tax bill of the Class I railroads for the first 
nine months in 1928 to $285,568,967, a decrease of $1,897,304 or seven- 
tenths of one per cent below the corresponding period in 1927. 

Twelve Class I railroads operated at a loss in September of 
which seven were in the eastern, two in the southern and three in 
the western district. 

Class I railroads for the first nine months in 1928 had a net rail- 
way operating income amounting to $819,854,881, which was at the 


THE TRAFFIC WORLD 


Vol. XLII, No. 19 





annual rate of return of 4.55 per cent on their property investment. 
During the corresponding period of the preceding year, their net 
railway operating income amounted to $809,958,964, or 4.60 per cent 
on their property investment. 

Gross operating revenues for the first nine months in go 
amounted to $4,534,169,967, compared with $4,658,184,219 during the 
corresponding period in 1927, or a decrease of 2.7 per cent. Operating 
expenses for the first nine months period of 1928 totaled $3,341,042, 186, 
compared with $3,474,911,963 during the corresponding period the 
year before, or a decrease of 3.9 per cent. 

Net railway operating income by districts for the first nine 
months with the percentage of return based on property investment 
on an annual basis follows: 


ee ns ae nsiewcsveeesssegens $ 30,361,668 4.45% 
Great Lakes region ........ butetctn eehbu~ese aes 147,473,369 4.74% 
Central eastern region ..... eee eee ee 182,950,760 4.77% 
IE 5.06.0. 5646 0.0.6460 0 6540206068 54,254,948 6.96% 
Total eastern district ........cccccescccces 415,030,745 4.94% 
OOM BOWCRGEN GIMETICE 2... ccccccrescccscoes 92,245,070 4.08% 
DES. I ioc vce vic cccvcscccccedsses 95,642,052 4.06% 
COOETEOMNOTE TOBIN occ cicccccccccceccscedes 144,698,779 4.25% 
BOONTON TOBIN. oc.ccrcecccsscccccsceccenes 72,238,235 4.60% 
WUE WONUETE GPUS cs ccccccccscscccscece 312,579,066 4.26% 
ME SUSU oodir dc tasvestscsssaseched $819,854,881 4.55% 


Eastern District 


The net railway operating income of the Class I railroads in 
the eastern district for the first nine months in 1928 totaled $415,- 
030,745, which was at the annual rate of return of 4.94 per cent on 
their property investment. For the same period in 1927 their net 
railway operating income was $428,018,674 or 5.21 per cent on their 
property investment. Gross operating revenues of the Class I rail- 
roads in the eastern district for the first nine months in 1928 totaled 
$2,233,784,764, a decrease of 4.7 per cent under the correspanding 


period the year before, while operating expenses totaled $1,642,333,545,. 


a decrease of 5.6 per cent under the same period in 1927. 

Class I railroads in the eastern district for the month of Sep- 
tember had a net railway operating income of $61,916,553, compared 
with $59,589,238 in September, 1927. 


Southern District 


Class I railroads in the southern district for the first nine months 
in 1928 had a net railway operating income of $92,245,070, which was 
at the annual rate of return of 4.08 per cent on their property in- 
vestment. For the same period in 1927 their net railway operating 
income amounted to $104,718,409, which was at the annual rate of 
-return of 4.76 per cent. Gross operating revenues of the Class I 
railroads in the southern district for the first nine months in 1928 
amounted to $573,327,473, a decrease of 6.9 per cent under the same 
period last year, while operating. expenses totaled $439,106,352, a 
decrease of six per cent. 

The net railway operating income of the Class I railroads in the 
southern district in September totaled $10,999,983, while in the same 
month in 1927 it was $14,243,562. 


Western District 


Class I railroads in the western district for the first nine months 
in 1928 had a net railway operating income of $312,579,066, which 
was at the annual rate of return of 4.26 per cent on their property 
investment. For the first nine months in 1927, the railroads in that 
district had a net railway operating income of $277,221,881, which 
_Wwas at the annual rate of return of 3.87 per cent on their property 
investment. Gross operating revenues of the Class I railroads in 
the western district for the first nine months this year amounted to 
$1,727,057,730, an increase of 1.7 per cent above the same period 
last year, while operating expenses totaled $1,259,602,289, a decrease 
of seven-tenths of one per cent compared with the first nine months 
the year before. 

For the month of September, the net railway operating income 
of the Class I railroads in the western district amounted to $61,596,- 
391. The net railway operating income of the same roads in September, 
1927, totaled $59,261,500. 


CLASS I RAILROADS—UNITED STATES 
Month of September 


1928 1927 
Total operating revenues ...........e+.. $ 556,044,022 $ 565,468,544 
Total operating expenses .............6. 375,646,483 386,607,150 
RE eee ee reine. 35,547,207 35,357,186 
Net railway operating income............ 134,512,927 133,094,300 
Operating ratio—per cent ............+. 67.56 68.37 
Rate of return on property investment.. 5.04% 5.11% 


Nine Months Ended September 30 


Total operating revenues ............0.. $4,534,169,967 $4,658,184,219 
Total operating expenses ............0. 3,341,042,186 3,474,911,963 
[| erase EE TEAR A ee eee 285,568,967 287,466,271 
Net railway operating income............ 819,854,881 809,958,964 
Operating ratio—per cent............... 73.69 74.60 
Rate of return on property investment.. 4.55% 4.60% 


NAVIGATION CLOSING TARIFFS 


The Commission, in sixth section permission No. 90293, has 
waived the observance of Rule 9 (e) in the publication of rules 
to govern the supplements concerning the application of rates 
dependent upon the opening and closing of navigation, so that 
the supplements made necessary by the approach of the day for 
the closing of navigation may be filed upon one day’s notice. 
The substantive parts of the permission, in the form of ordering 
paragraphs, follow: 


It is ordered, That such carriers and agents when publishing and 
filing supplements providing for the discontinuance of the rates for 
the present season may in the same supplements, effective on the 
same date and on the same short notice, establish the new provisions 
as required by and set forth in Rule 12 of Tariff Circular No. 20 in 
lieu of the provisions now appearing in the said tariff. 

It is further ordered, That carriers and agents having on file 
with the Commission tariffs covering similar traffic but bearing spe- 
cific opening and closing dates are hereby authorized to file, effective 
on one day’s notice, supplements establishing provisions as set forth 
in and required by Rule 12 of Tariff Circular No. 20 in lieu of those 
now shown in said tariffs. 
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Current Topics 
in Washington 


Profitless Politics in Rate Cases.—A hope generally ex- 
pressed at the Commission and among those practicing before 
it, the day after election, was that there would never be another 
political campaign in which decisions of the regulatory body 
would be taken as texts by stump speakers. No good for any 
litigants could be found in the verdict of the voters. No one 
could point to any development as being the result of the drag- 
ging into the discussion of any decision made by the Commis- 
sion. No contortion of the imagination could point to the out- 
come in Virginia, Kentucky, and West Virginia as showing that 
the voters of those states believed the charge of Senator Glass 
of Virginia, that the Republicans had packed the Commission 
to bring about the decision in the lake cargo coal case to which 
the senators from those states objected. The voters, it seemed 
obvious, had in mind issues not even distantly related to the 
issues before the Commission. Those states showed a political 
complexion exactly like that of the voters in Pennsylvania and 
Ohio, the rival coal district states. The states in the north- 
west that receive lake cargo coal also showed the political 
complexion of the antagonistic coal origin states. How, it was 
asked, could the voters in all the states be held to have shown 
a division on the lake cargo coal case when they all voted in 
the same way on the head of the ticket? A narrower view, 
however, was possible. It was that the senator8 who had 
had threatened Commissioner Aitchison had received a rebuke 
and that President Coolidge had received a mandate to give 
Aitchison another appointment and that, if Senator Glass had 
respect for the vote of his own state, he would not fight the 
nomination. It was also pointed out that, the morning after 
election, Senator Neeley, of West Virginia, was facing the pros- 
pect of the defeat that had overtaken his party’s candidate for 
President. It was also pointed out that Senator Reed, of Mis- 
souri, who was suspected of having taken up Senator Neely’s 
fight, presumably with a view to obtaining West Virginia’s dele- 
gation in the Democratic national convention, would also be out 
of the next Congress. A further point in the summing up in 
favor of the narrower view was that Governor Gore, of West 
Virginia, one of the early starters in the business of bringing 
Commission decisions into politics, was defeated for nomination 
to succeed himself. In Kentucky, one of the campaign asser- 
tions was that it was Commisisoner McChord, a Kentucky Demo- 
crat, by means of his dissent in the original case, who stirred the 
Ohioans and Pennsylvanians into making the complaint on which 
they obtained the decision so obnoxious to the southern fields. 
Perhaps, to give the final touch of ridiculousness to the matter, 
attention was called to the fact that Representative Robsion, 
a Kentucky Republican, was one of the earliest, if not the 
earliest, to discuss the case in Congress. He used a leave to 
extend his remarks, in connection with a wholly unrelated mat- 
ter, to put the main arguments in behalf of the southern fields 
into the Congressional Record. Yet, if the political complexion 
of Kentucky on the head of the ticket, which is the same as 
that of Robsion, is a mandate to President Coolidge to reappoint 
Commissioner Aitchison, Robsion loses in the coal rate fight. 
If the northern fields interpret the outcome as approving the 
political phase of their fight, then they have a hard time recon- 
ciling the fact that Virginia, West Virginia, Kentucky, and 
possibly Tennessee, helped to bring about the outcome that 
pleases them. Had the country gone for Governor Smith, it is 
generally believed, there would be no hope for Commissioner 
Aitchison. Since it went the other way, the thought is that 
President Coolidge is warranted, on purely political grounds, in 
fighting for their confirmation by the Senate, regardless of the 





injection of the lake cargo coal case into the political campaign. ° 


In the campaign that case probably had as much influence as 
a straw has in mitigating the fury of a hurricane. 





The Eternal Lake Cargo Coal Case.—In the closing days of 
the campaign, Secretary Mellon, in answer to an inquiry from a 
Lexington, Ky., newspaper, said he had already made the state- 
ment, and that he repeated it in that message, that his greatest 
interest in coal production had been and still was through his 
holdings in the Koppers Company. That company, he pointed 
out, was a large producer of coal “almost entirely in West Vir- 
ginia and Kentucky and has taken an active part in trying 
to maintain rates favorable to coal production in those states.” 
He said the declaration of the newspaper that he did not hold 
material interests in Pennsylvania coal until after the Commission 
had acted on the lake cargo coal case was correct. The tele- 
graphic correspondence was reproduced by a newspaper in 
Washington under a caption saying: “Mellon says coal deal 
waited on I. C. C. Declares he did not buy in Pennsylvania 
prior to favorable decision.” In the political discussion of the 
¢ase, which has been as loose as could be imagined, one of the 
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fundamental insinuations has been that it was the Mellon influ- 
ence that kept Commissioner Cox from a reappointment and 
brought about the appointment of Cyrus E. Wood, the Penn- 
sylvanian whose nomination was rejected by the Senate. The 
charge or insinuation based on that premise has been that, in 
preventing the retention of Commisisoner Cox and the appoint- 
ment of the Pennsylvanian, the Mellon influence was exerted 
in behalf of the Mellon investment in Pennsylvania coal prop- 
erty. The implication of the headline is that the Mellons waited 
until there had been a decision favorable to Pennsylvania coal 
before they bought coal in Pennsylvania. 





English Embassy Portico Inviolate—A bit of Merrie Old 
England juts out into the sidewalk on the west side of Con- 
necticut Avenue to such an extent that, were the old Easter 
parade that once was almost as much a feature as the Easter 
parade on Fifth Avenue, New York, were restored on Connecti- 
cut Avenue, the paraders would have to go in Indian file in 
front of the embassy of His Britannic Majesty. Connecticut 
Avenue has just been widened, but one of the large pillars of 
the port cohere stands more than halfway across the sidewalk. 
That fact, however, is not to be taken as evidence that there is 
friction between the governments. It means no more than that, 
in a comparatively few months, the embassy, which was a show 
place for many years, will disappear. It is easier to narrow 
the ‘sidewalk at that point than to pull down the port cochere 
and rebuild it for the few months Sir Esme Howard, the king’s 
representative in Washington, will be in residence there. A 
new embassy is being built more than two miles away. When 
it is completed, it is understood, the mid-Victorian structure in 
which such distinguished men as Sir Lionel Sackville-West, Lord 
Pauncefote, Lord Bryce (not made more important in the eyes 
of the readers of his keen American Commonwealth by his 
patent of nobility), and Sir Esme Howard have lived, will be 
replaced by an apartment building. It is the understanding 
that Harry Wardman, an Englishman, who came to Washington 
as a saw and hammer carpenter and has become a millionaire 
builder, took in the old embassy building as part of the real 
estate deal whereby the ambassador is moving out of the busi- 
ness part of the city to what was the edge of the residence 
section when the deal was made. The new embassy is no 
longer on the edge of the residence district, but near the heart 
of it, so fast does Washington grow. 





A Reminder of Old Times.—The Commission’s decision in 
No. 20118, Union Metal Manufacturing Company vs. Michigan 
Central (elsewhere in this issue), reminds the old-timers of the 
period in the Commission’s history when it frequently said, about 
a low rate, that it was the result of water competition. In this 
case the Commission said it was not unjustly discriminatory 
or unduly prejudicial for the carriers to maintain a rate of $2.15 
a net ton on core sand, from Michigan City, Ind., to Cleveland, 
O., because it was depressed by actual water competition. The 
railroads said that, to retain the Cleveland business, they had 
to maintain the $2.15 rate. Seemingly, it is no lower than neces- 
sary to give the railroads a fair share of the core sand tonnage 
moving to Cleveland. The railroads made a blunder on April 
5, 1927, by giving Wooster and Orrville, O., points on each side 
of Canton, a rate of $2.15, presumably on account of the metal 
manufacturers at those points being in competition with metal 
manufacturers at Cleveland. But they retrieved themselves 
July 15, last year, by restoring the $2.52 rate to Wooster and 
Orrville. At those points there is less possibility of water 
competition than at Canton. In other words, the creek at Can- 
ton is a bit larger than the creeks at Orrville and Wooster— 
hence, the greater possibility of water competition. However, 
none of the Ohio points has asked to have its creek dredged 
by the government so as to make it a seaport or even river 
port accessible to boats from either Lake Erie or the Ohio 
River, depending on which side of the watershed it may lie. 





Sleighs Doomed to Join the Dodo—So widespread has be- 
come snow removal from highways that it is conceivable that, 
within ten years, the sleigh and the horse-drawn bobsled will 
have joined the great auk and the dodo. Snow on a highway, 
once regarded as a beneficence, is now definitely rated as a 
nuisance. Last winter, according to a report by the Department 
of Agriculture, thirty-six states removed snow from 111,645 miles 
of highway. Of course, that is a small percentage of the total 
mileage of highways. However, in the last six years the amoynt 
of mileage cleared has been multiplied by four. The states 
have gone about the matter with all indications that from this 
time forward the aim will be to keep the highways open at all 
seasons of the year for use by motor vehicles instead of by 
sleighs and sleds in the winter. This intention is shown by 
the purchase of truck and tractor plows. Snow removal opera- 
tions were undertaken in the winter of 1921-22 for the first 
time. In the last six years the use of truck plows has increased 
from 184 to 3,412, and the number of tractor plows from 281 
to 1,275. What progress Hannibal and Bonaparte might have 
made in their crossing of the Alps if they had had a few trucks 
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and tractors for hauling and snow removal! The old-fashioned 
grader, used for leveling the dirt road in summer and removing 
snow in winter, is becoming obsolete. Last year there were 
fewer than half of those in use the year before employed in 
snow removal. In 17 states snow removal work was done by 
state highway departments. In 15 state and county organiza- 
tions divided the work and in four it was done solely under 
local control. The tendency, since the coming of the automo- 
bile, has been toward centralization of highway work in the 
state. Local officials as well as roadside justices of the peace 
are being set aside, by reason, it is believed, of the conviction 
that the stranger using the roads is to be treated as a desired 
guest and not a goose to be plucked.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended October 27 totaled 
1,161,976 cars, as compared with 1,162,095 cars the preceding 
week and 1,112,816 and 1,208,878 cars in the corresponding pe- 
riods of 1927 and 1926, respectively, according to the car service 
division of the American Railway Association. 

Loading the week ended October 27, as compared with the 
preceding week, showed increases as to grain and grain prod- 
ucts, coal, coke and forest products, and decreases as to live 
stock, ore, merchandise, L. C. L., and miscellaneous freight. 
Neither the increases nor decreases, however, were in substan- 
tial amounis. 

Revenue freight loading by districts the week ended October 
rnc for the corresponding period of 1927 was reported as 
ollows: 


Eastern district: Grain and grain products, 7,665 and 8,894; live 
stock, 2,974 and 3,037; coal, 50,544 and 43,902; coke, 2,448 and 2,262; 
forest products, 4,214 and 4,718; ore, 5,329 and 3,391; merchandise, 
L. C. L., 74,873 and 72,343; miscellaneous, 112,027 and 106,880; total, 
1928, 260,074; 1927, 245,427; 1926, 269,691. 

Allegheny district: Grain and grain products, 3,781 and 3,389; live 

stock, 2,423 and 2,471; coal, 51,428 and 45,452; coke, 5,579 and 4,429; 
forest products, 3,170 and 2,968; ore, 12,314 and 9,346; merchandise, 
L. C. L., 57,766 and 55,949; miscellaneous, 96,798 and 91,220; total, 
1928, 233,259; 1927, 215,224; 1926, 243,066. 
Pocahontas district: Grain ‘and grain products, 253 and 231; live 
stock, 323 and 304; coal, 47,192 and 40,219; coke, 354 and 360; forest 
products, 1,593 and 1,757; ore, 93 and 130; merchandise, L. C. L., 7,985 
and 7,997; miscellaneous, 7,331 and 6,810; total, 1928, 65,124; 1927, 
57,808; 1926, 64,884. 

Southern district: Grain and grain products, 4,183 and 4,260; live 
stock, 2,160 and 2,052; coal, 27,980 and 24,138; coke, 440 and 641) forest 
products, 21,655 and 22,182; ore, 1,010 and 1,104; merchandise, L. C. L., 
41,967 and 43,609; miscellaneous, 60,314 and 63,517; total, 1928, 159,709; 
1927, 161,503; 1926, 169,676. 

Northwestern district: Grain and grain products, 16,157 and 19,391; 
live stock, 9,892 and 9,919; coal, 8,821 and 8,613; coke, 1,266 and 1,148; 
forest products, 16,425 and 17,115; ore, 36,849 and 24,242; merchandise, 
: Os Se ,471 and 35,406; miscellaneous, 48,106 and 50,493; total, 
1928, 170,487; 1927, 166,327; 1926, 182,871. 

Central western district: Grain and grain products, 14,258 and 
13,962; live stock, 16,285 and 16,573; coal, 15,195 and 13,550; coke, 315 
and 294; forest products, 11,661 and 11,452; ore, 3,823 and 3,631; mer- 
chandise, L. C. L., 35,828 and 35,298; miscellaneous, 80,810 and 79,599; 
total, 1928, 178,175; 1927, 174,359; 1926, 183,919. 

Southwestern district: Grain and grain products, 6,799 and 6,172; 
live stock, 3,997 and 3,815; coal, 6,522 and 6,262; coke, 144 and 153; 
forest products, 9,152 and 9,107; ore, 473 and’ 506; merchandise, L. 
C. L., 17,146 and 17,916; miscellaneous, 50,915 and 48,237; total, 1928, 
95,148; 1927, 92,168; 1926, 94,771. 

Total, all roads: Grain and grain products, 53,096 and 56,299; live 
stock, 38,054 and 38,171; coal, 207,682 and 182,136; coke, 10,546 and 
9,287; forest products, 67,870 and 69,299; ore, 59,391 and 42,350; mer- 
chandise, L. C. , 269,036 and 268,518; miscellaneous, 456,301 and 
446,756; total, 1928, 1,161,976; 1927, 1,112,816; 1926, 1,208,878. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: ; 





1928 1927 1926 

Four weeks in January ........ 3,447,723 3,756,660 3,686,696 
Four weeks in February ....... 3,589,694 3,801,918 3,677,332 
Five weeks in March............ 4 4,982,547 4,805,700 
Four weeks in April ....... ecee 3,738,290 3,875,589 3,862,703 
Four weeks in May ..... ais 108,472 4,145,820 
Five weeks in June............ 4,995,854 5,154,981 
Four weeks in July............ 3,913,761 4,148,118 
Four weeks in August.......... > 4,230,809 4,249,846 4,388,118 
Five weeks in September....... 5,586,284 5,488,107 5,703,161 
Four week in October........... 4,700,796 4,464,872 4,787,527 

MEE sae 6.c oceans nosecaneeee 42,917,925 43,637,623 44,360,156 


HOOVER ON WATERWAYS 


“There are three potential fields in which the principles 
and impulses of our American system require that government 
take constructive action,” said Herbert Hoover, in his address 
at St. Louis, November 2. The first of the particular tasks 
embraced under that declaration, as he outlined it, had to do 
with development of a vast integrated system of internal water- 
ways—“three great trunk lines of water transportation—one 
north and south 1,500 miles from New Orleans through St. Louis 
to Chicago, and thus by the lakes to the northern boundaries 
of our country. Another east and west 1,600 miles from Pitts- 
burgh through St. Louis to Kansas City, and the third a ship- 
way through the St. Lawrence connecting Duluth and all the 
lake ports with the sea.” Besides that, as he presented the 
picture, vital to the program is the development of the “laterals,” 
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such as the upper arm of the Mississippi, the Missouri ang the 
other principal streams, “comprising 12,000 miles of most e 
tial transportation,” which would link twenty states with ty 
Gulf, on the one hand, and the north Atlantic, on the othe 
Continuing, he said: 

More than any other section of our country, the midwest is y 
this time vitally concerned with the advancement of these unde. 
takings. I have stated on other occasions that, due to the shift 
economic currents from the war, the mid-west has not had equyj 
opportunity with the rest of our country. The natural increase jp 
freight rates due to the war, the building of the Panama canal q. 
incident with the fact that the cost of ocean transportation ha 
remained practically stationary, have contributed to thrust the mij. 
west into an economic setting greatly to her disadvantage. 


He said that the system could not reach full usefulneg 
until it was completed and interconnected and that for tha 
reason it should be completed at the earliest possible moment 
Nearly $100,000,000 had already been spent on it, he said, ang 
it was money well spent. And, he said, Congress had authorize; 
its completion, with the exception of the St. Lawrence project, 
concerning which negotiations with Canada were still in progress, 

“Under the direction of midwest senators and congressmep 
and supported by great civic associations of the midwest ang 
with the heip given by the department of war and commerce,” 
according to him, “that conception of our waterways system 
has now been finally accepted by the country as a great pro. 
gram for national development. It means cheaper raw 
materials, it means cheaper access to the world market for the 
midwest; it means the building of industry in the midst of 
agriculture; it means the improvement of our whole nafional 
economy py bringing the producer and consumer closer and it 
means a vital contribution to the stability of both industry and 
agriculture.” 

In a measure, he said, it would restore the midwest mer. 
chants who suffered as the result of competition through the 
Panama Canal and would increase the price received by the 
farmer for his product. The latter would be brought about, he 
said, for the reason “that the price the farmer receives for 
certain of his products is the world market price, less the cost 
of transportation.” And the farmer would get the benefit not 
alone on that part of his crop that was transported on the 
waterways, but “upon the whole crop.” 

“An engineer presented with the conclusive advantages of 
the construction of a great works and having the resources 
with which it can be constructed, has only one conception of 
it,’ he concluded that part of his speech, “its earliest possible 
completion in order that the returns on these works may be 
quickly brought into being. .. Nor will this impair our 
magnificent railway system. The growth of traffic in our coun- 
try will far outstrip the volume which our waterways will carry.” 


NEW YORK STATE BARGE CANAL 


A committee of New York State Barge Canal operators has 
been formed, of which Henry R. Sutphen, president of the 
Transmarine Line, is chairman, and G. A. Fagan, vice-president 
of the Marine Transit Company, is secretary. It is proposed to 
consolidate all the present canal operators into one operating 
unit and provide steel self-propelled barges for packet service 
between New York, Buffalo and Oswego on the barge canal and 
lake ports. This consolidation is in line with the recent ap- 
proval expressed by the representatives of the chambers of 
commerce and the mayors of lake ports who recently went 
through the canal from Albany to Oswego. Col. Edward C. 
Carrington, president of the Hudson River Night Line, will un- 
dertake the financing and operating details of the new organ- 
ization, which will be known as the Great Lakes-Hudson Trans- 
portation Corporation. 


HOCH-SMITH FURNITURE 


The Commission has announced its program for further 
hearings in No. 17000, part 5, Hoch-Smith furniture, and the 
fourth section applications assigned for hearing in connection 
with the rate features involved, as follows: 


Further hearing in the above entitled proceedings, now assigned 
for December 17, 1928, at New York, before Commissioner Lewis and 
Examiner Barclay, is cancelled and the above entitled proceedings 
are reassigned for further hearing on January 7, 1929, ten o’clock 
a. m., standard time, at the Pennsylvania hotel, New York, N. Y., 
before Comissioner Lewis and Attorney-Examiner Barclay. 

The above entitled proceedings are assigned for further hearing 
on February 25, 1929, ten o’clock a, m., standard time, at the office 
of the Interstate Commerce Commission, Washington, D. C., before 
Commissioner Lewis and Attorney-Examiner Barclay, for receipt 
of rebuttal evidence only. 

Assignment for further hearing December 4, 1928, at the Atlanta- 
Biltmore hotel, Atlanta, Ga., to stand as at present. 


TARIFF CIRCULAR SUPPLEMENT 
The Commission has issued supplement No. 1 to Tariff Cir- 





. cular No. 20, making changes in the verbiage of the rules to 


govern tariff filing agencies which became operative October 1. 
The purpose of the supplement is to clarify the language of 
the rules and to make certain that the objects intended to be 
accomplished by the new circular will be attained. 
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APPLES, PEACHES AND PEARS 


A finding of undue prejudice and an order to remove it not 
later than January 10 have been made in No. 20323, Mesa Or- 
chard Co. et al. vs. Oregon Short Line et al., as to carload rates 
on apples, pears and peaches from Mesa, Council, Plaza, Home- 
dale and Erb, Ida., and Brogan, Ore., to points in California, 
Colorado and all points east thereof to and including Chicago, 
Ill., St. Louis, Mo., and New Orleans, La. The Commission, by 
division 3, found the rates, from points on the Pacific & Idaho 
Northern, an independent short line connecting with the Oregon 
Short Line, and from points on branches of the Oregon Short 
Line, higher than from the junction points not unreasonable but 
unduly prejudicial. 

Shippers on the independent line filed the complaint. Those 
on the branches of the Oregon Short Line were allowed to 
intervene and attack the rates they were paying, also higher 
than the junction point rates, as unreasonable and unduly preju- 
dicial to the extent they exceeded the rates from the points at 
the junctions of the branch lines with the main line. The 
Oregon Short Line branches are called Nyassa-Erb, Brogan and 
McCall branches. 

At the hearing the railroads agreed to remove certain arbi- 
traries and apply’the junction point rates from the complaining 
territory to destinations east of Chicago and south and east of 
the Ohio and Mississippi rivers, including all except the north- 
ern peninsula of Michigan. That confined the issue to points 
in California and Colorado and east thereof to and including 
Chicago, Ill., St. Louis, Mo., and New Orleans, La. In disposing 
of the case, the Commission said: . 


We find that the rates assailed are not unreasonable but that the 
maintenance by defendants of blanket rates on apples, pears, and 
peaches, in carloads, from Weiser, Malheur Junction, Emmett and 
Nyssa, lower than the rates contemporaneously maintained on like 
traffic from points on the Pacific & Idaho Northern, Brogan on the 
Brogan branch, Homedale, and Erb on the Nyssa-Erb branch, and 
Plaza on the McCall branch, to the same destinations results in un- 
due prejudice against the points on such branches and an undue pref- 
erence of Weiser, Malheur Junction, Emmett and Nyssa, the respective 
main line junction points, to the extent of the difference in such rates. 


PEDDLER CAR CHARGES 


The Commission, by division 3, in I. and S. No. 3118, mini- 
mum per car charge on peddler cars used for packing-house 
products from, to or between Arizona, California and New Mex- 
ico, has found justified the proposals of the Santa Fe, vacated 
its suspension order and discontinued the proceeding. The find- 
ing of justification covers an increase in the minimum charges 
on peddler cars containing less-than-carload shipments of pack- 
ing-house products and fresh meats, moving between points in 
New Mexico, Arizona and other states, from fourth class rates 
to the less-than-carload fresh meat rate for 10,000 pounds from 
point of origin to final destination of the car; also the clarifica- 
tion of the minimum charge rules in effect at present on the 
fresh meat rate basis. 

Two sets of schedules were filed. The first was to revise 
rules in connection with the minimum charges per car on L. C. L. 
quantities of packing-house products. The second was to in- 
crease the minimum charge on the L. C. L. quanuities of pack- 
ing-house products and fresh meats. 

In the course of the hearing the Santa Fe offered to “lib- 
eralize” the rules for calculating the minimum charges by 
authorizing the loading in peddler cars of L. C. L. shipments of 
other commodities requiring refrigeration, the charges on such 
articles to be used in calculating the minimum charge. The 
inclusion of such a provision will permit the shipment in peddler 
cars of so-called contraband articles, such as butter, eggs, cheese 
and canned goods. 

The Commission, early in its report, came to the conclusion 
that the existing rules provided for a 10,000 pound per car mini- 
mum charge and that the proposed revision would make no 
increase in that particular. 

Each of the two sorts of schedules produced a discussion 
of the technicalities of tariff construction and interpretation, 
the Commission coming to the conclusion that the second set 
of schedules would cause some increases in the charges which 
had been justified. 


RATINGS ON SPRING ASSEMBLIES 


In No. 19116, Kay Manufacturing Co. et al. vs. Ann Arbor 
et al., the Commission, by division 3, has found not unreasonable 
or otherwise unlawful ratings on spring assemblies, as defined 
in the report, in less than carloads, in southern and western 
classifications, but has found unreasonable the rating on the 


THE TRAFFIC .WORLD 


Decisions of Interstate Commerce Commission 


same commodity, in less than carloads, in the official classifica- 
tion. . 

The report said the spring assemblies under consideration 
were used principally in the manufacture of upholstered furni- 
ture. It said complainants’ spring assemblies were compressed 
for shipment to not exceeding one-half their normal thickness, 
but that when so compressed they were more than one inch 
thick. Hence, it said, the ratings applicable thereon were those 
shown in the classification as follows: 


Spring assemblies, cushion or seat: Framed, (a) each assembly 
compressed to not exceeding one-half its normal thickness, but ex- 
ceeding one inch in thickness; in wired bundles, L. C. L., O, 1%; 
hs hs ere 


These ratings have -been in effect since December 30, 1919. 
The complainants, according to the report, sought ratings of 
second class in the three classifications, but their evidence was 
directed principally against the rating of one-and-one-half times 
first class in the official classification. The Commission said 
fourth section departures, which defendants did not undertake 
to justify, would be removed by its conclusions, which follow: 


We find that on spring assemblies, as heretofore described in 
specification (a), the less-than-carload ratings assailed in the official, 
southern and western classifications were not and are not unrea- 
sonable, except that the less-than-carload rating in the official classi- 
fication is, and for the future will be, unreasonable to the extent it 
exceeds first class. Where a ratin@ has been maintairfed for a con- 
siderable period of time and the change applies throughout a large 
territory and affects many shippers not parties to the proceeding, 
the reduction in the rating does not necessarily justify an award of 
reparation. Garratt-Callahan Co. vs. A. C. L. R. R. Co., 88 I. C. C. 
103. Reparation is, therefore, denied. 


The order for the future is effective on or before January 
2, 1929. 


COAL TO THE SOUTHEAST 


The Commission, by division 3, in No. 17520, Clinchfield 
Coal Corporation vs. Carolina, Clinchfield & Ohio et al., has 
found not unreasonable but unduly prejudicial, the rates on 
soft coal from Dante, Clinchfield and Wilder, Va., to destinations 
in Virginia and North Carolina to the extent they exceed the 
rates maintained from mines on the Norfolk & Western in Clinch 
Valley district No. 2. The carriers are required to establish 
rates from the complaining points of origin, not later than Janu- 
ary 25, that will remove the undue prejudice. 

As the order reads, the rates from the Clinch Valley dis- 
trict No. 2 may be raised to the level of the rates from the 
mines on the Norfolk & Western rails, if the Norfolk & Western 
thinks its interests will not thereby be placed in jeopardy. 

The complaint alleged that the rates from the three points 
mentioned, on the Carolina, Clinchfield & Ohio to destinations 
in eastern North Carolina and in Virginia on and north of the 
line of the Southern from North Wilkesboro, through Rural 
Hall, Winston-Salem, Greensboro, Durham, Raleigh and Selma, 
N. C., to Goldsboro, N. C., and destinations on and north of 
the line of the Norfolk Southern from Goldsboro through Kins- 
ton, Newbern and Morehead City, N. C., to Beaufort, N. C., 
were unreasonable and unduly prejudicial. At the hearing the 
complaint was amended so as to exclude all destinations in 
Virginia, except Richmond, north of the Norfolk & Western on 
the line between Roanoke to Lambert Point. 

The complainant asked for rates from Dante over the C. C. 
& O. to St. Paul, Va., and from Clinchfield and Wilder over the 
same originating road to Carbo, Va., thence the Norfolk & 
Western to Bluefield, W. V., thence Norfolk & Western and 
its connections beyond not to exceed the rates maintained from 
Norton and Toms Creek, Va., to the same destinations by the 
Norfolk & Western. 

The Commission said that apparently the principal grievance 
of the complainant was that, although its mines at Dante, Clinch- 
field and Wilder were geographically in the heart of the Clinch 
Valley districts and nearer to the destination territory than 
any of the mines in the Clinch Valley district No. 2, it was 
compelled to pay higher rates than the mines in the Clinch 
Valley No. 2 district and was precluded from selling its coal in 
the destination territory because of such higher rates. 

The railroads contended that if the relief sought were 
granted, the close competitive relationship of the coal produc- 
ing districts, in Virginia, West Virginia and Tennessee, made 
it inevitable that the same rates would have to be established 
from the Appalachia, Coal Creek, New River and Thacker dis- 
tricts and that similar reductions would have to be made from 
all mines to central territory. They predicted the disruption 
of the coal rates from all mines in the inner and outer crescents 
and the Ohio district to central territory. 
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The Commission said it believed them to be unduly appre- 
hensive and disposed of the case by making the following 
finding: 


We find that the rates assailed are not unreasonable but that 
they are, and for the future will be, unduly prejudicial to the extent 
that over the Carolina, Clinchfield & Ohio to St. Paul and Carbo, 
thence Norfolk & Western to Bluefield, thence Norfolk & Western 
or its connections beyond, to Richmond and destinations in Virginia 
and North Carolina on and south of the main line of the Norfolk & 
Western running from Roanoke to Lambert Point, and on and 
north of the line of the Southern from North Wilkesboro, through 
Rural Hall, Winston-Salem, Greensboro, Durham, Raleigh, and Selma, 
N. C., to Goldsboro, N. C., and on and north of the line of the Nor- 
folk Southern from Goldsboro, through ‘Kinston, New Bern, and 
Morehead City, N. C., to Beaufort, N. C., they exceed or may exceed 
the rates contemporaneously maintained to the same destinations from 
mines on the Norfolk & Western in Clinch Valley No. 2 district. 


Commissioner Brainerd, in a dissent, treated the case as 
one involving the short-hauling of the originating carrier. He 
said that an originating carrier ought not to be deprived of its 
long haul except for considerations necessary in the public 
interest. In his view of the matter there was no substantial 
evidence of record on which to predicate a finding of undue 
prejudice. 


LAKE CHARLES NEWSPRINT CASE 


In a report in I. and S. No. 3095, newsprint paper from 
Lake Charles, La., to Louisiana points, the Commission, by 
division 3, adheres to the position taken by it in Newsprint 
Paper from Lake Charles, 132 I. C. C. 543, that Lake Charles, 
as a gulf port, is entitled, on short haul business, to the advan- 
tage of its geographical location in relation to Shreveport, Mon- 
roe and Ruston, points in northern Louisiana which the rail- 
roads think should be on afi equality of rates on import and 
coastwise newsprint paper with New Orleans. It has found 
not justified a proposal to make the rates on newsprint paper 
from Lake Charles to the points mentioned 38.5 cents. That 
would be accomplished by increasing a 27-cent rate now in 
effect to Shreveport and Monroe to 38.5 cents and reducing a 
fifth class rate of 43 cents now in effect to Ruston to 38.5 
cents- 

New Orleans, with the disadvantage in distance ranging 
from 87 to 130 miles, takes the 38.5 cent rate which the car- 
riers sought to put into effect from Lake Charles. Protest 
against the proposal was made by Lake Charles, Shreveport, 
Alexandria and Monroe organizations. 

Except for the inclusion of Monroe and Ruston in the pro- 
posed adjustment, the Commission said the suspended rates 
were the same as those under consideration in Newsprint Pa- 
per from Lake Charles, supra. In that proceeding the Kansas 
City Southern, Texas & New Orleans and Missouri Pacific pro- 
posed to establish interstate rates on import and coastwise 
newsprint paper, from Lake Charles to Shreveport of 38.5 
cents. The purpose was, the report said, to equalize Lake 
Charles and New Orleans on the traffic to Shreveport. The 
rate proposed by the Kansas City Southern was to supersede 
a fifth class rate of 55 cents. The rates proposed by the Mis- 
souri Pacific and Texas & New Orleans represented an in- 
crease of their commodity rates on newsprint from 27 cents to 
38.5 cents. In that case the Kansas City Southern contended 
that the rates on newsprint from Lake Charles to Shreveport 
should ,not be lower than those from New Orleans. 


The Commission, in that case, found the proposed rate of 
38.5 cents not justified. Later the Kansas City Southern reduced 
its class rate to 27 cents, the rate in effect over other routes from 
Lakes Charles to Shreveport. 

No evidence, the Commission said, was introduced in this 
case which would warrant conclusions differing in principle 
from those set forth in the earlier newsprint case. In that 
case the Commission called attention to what it had said about 
rates from ports to the interior in Galveston Commercial Asso- 
ciation vs. G. H. & S. A., 128 I. C. C. 349, to the effect that, 
with certain exceptions, on import, coastwise and export traffic 
each port was entitled to the advantage of its location for 
short hauls and that lower rates should be applied on traffic 
from the nearer ports on such traffic. In conclusion it said: 


In the recent southwestern revision we prescribed a rate on build- 
ing and roofing paper of 26 cents for hauls of from 161 to 180 miles. 
Our conclusions in Express Publishing Co. vs. G. H. & S. A. Ry. Co., 
140 I. C. C. 669, were to the effect that building and mm | paper 
should be accorded rates 95 per cent of those on newsprint between 
certain points in the southwest. The rate of 26 cents prescribed in 
the southwestern revision is approximately 95 per cent of a rate of 
27 : ae the present rate on newsprint from Lake Charles to Shreve- 
port. 
While the distances from Lake Charles to Monroe and Ruston 
slightly exceed the distance from Lake Charles to Shreveport, we 
are not inclined on this record to suggest any different rates to 
those destinations than to Shreveport. Ruston apparently is entitled 
to a rate on newsprint from Lake Charles no higher than that apply- 
ing to Monroe. 

We find that the suspended schedules, in so far as they propose 
a reduction in the rate from Lake Charles to Ruston, have been 
justified but that the proposed increase in rates from Lake Charles 
to Shreveport and Monroe have not been justified. An order will be 
entered requiring their cancellation and discontinuing this proceeding, 
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without prejudice to the establishment of a rate from Lake Charles 
to Ruston in conformity with the views above expressed. 2 


PETROLEUM TRANSIT DENIED 


The Commission, by division 3, has dismissed No. 18199 
White Star Refining Co. vs. Illinois Terminal et al., finding not 
unreasonable or otherwise unlawful the rates on crude oil ang 
casinghead gasoline, in tank-car loads, from midcontinent gToup 
3 in Oklahoma to destinations in central territory and Canada, 
refined at Wood River, Ill. Thereby the Commission has denieg 
what it regarded as an effort by the complainant to obtain transit 
on crude petroleum and casinghead or natural gasoline from 
the midcontinent group, refined or blended at Wood River ang 
the product forwarded to points in central territory and Canada, 

The complaint alleged the rates on crude oil and casingheag 
gasoline, the materials processed at Wood River and the product 
forwarded to destinations in Michigan, Indiana, Ohio and Cap. 
ada, were unreasonable and unjustly discriminatory as com. 
pared with rates from the same midcontinent points to re. 
fineries at Toledo, Findlay and Lima, O., to the final destina-. 
tions. 

At the Ohio points mentioned the Wabash and Nickel Plate 
allow refining in transit so that the refiners at the Ohio points 
are able to put their products into central territory and Cana. 
dian points at freight costs no higher than the joint rates on 
refined products from the midcontinent refinery points. 

According to the report, it was immaterial to the complain- 
ant whether the desired parity was brought about by the estab. 
lishment of transit services at Wood River or by reductions in 
the local factors to and from its refinery. Refiners at Toledo, 
Findlay and Lima ship at proportionals to and from their plants 
which are lower than the locals to and from Wood River, by 
five cents per 100 pounds, and just the same as the joint rates 
from midcontinent refinery points to the destinations in central 
territory and Canada. For instance, the combination paid by 
the Wood River refiner to Akron and Canton, O., and Detroit, 
Mich., is’ 61 cents, while the combination of proportionals paid 
by the Ohio refiners is 56 cents. 

The complainant, according to the report, receives 82 per 
cent of its total supply of raw material by pipe line. The other 
18 per cent consists largely of casinghead or natural gasoline 
which cannot be used except by blending with heavier products 
of distillation. The Commission said it was not certain that 
the complainant would ship crude by rail even if the rail rate 
were reduced. At present, the report says, the rail rate on 
crude to Wood River is 24 cents, while the pipe line rate is 18. 
Casinghead gasoline cannot be shipped by pipe line. The com- 
plainant suggested that, inasmuch as it was a crude material, it 
should take the crude rate. The railroads, however, pointed 
to its volatility and the danger supposed to be inherent in it, as 
reasons why it should take the refined rather than the crude 
rate. 

The Commission said that a reduction in the through rates 
on either crude or refined oil would avail complainant nothing 
unless it were accompanied by an order requiring the estab- 
lishment of transit service. Continuing, the Commission said: 





Transit service is of a special nature and except where it is 
universally available and necessary in respect of a particular com- 
modity, such as grain, for example, should not be required by us 
except upon a clear showing that the failure to provide its results 
in the exaction of unreasonable rates or in undue prejudice. Parkers- 
burg Rig & Reel Co. vs. B. & O. R. R. Co., 88 I. C. C. 49. The record 
clearly indicates that transit service such as that accorded by the 
carriers at Toledo, Findlay and Lima is the exception and not the 
rule. Complainant’s competitors in the St. Louis-East St. Louis dis- 
trict all pay the same basis of rates as it does. A finding of undue 
prejudice against the Illinois Terminal, the only line serving com- 
plainant’s plant, would not lie because of the fact that the Wabash 
or the Nickel Plate accord transit to competitors at other points. The 
Illinois Terminal had no voice in those arrangements and could not 
put an end to them by its own act. Conversely. the Wabash and 
Nickel Plate are not guilty of undue prejudice because of denial of 
transit at a point not served by them. Federal Products Co. vs. 
Illinois Central Railroad Co., 107 I. C. C. 271 and cases there cited. 


Chairman Campbell, concurring in part, said he favored a 
finding of undue prejudice to the extent the rates to and from 
Wood River exceeded, exceed, or might exceed, the contempo- 
raneous factors to and from Toledo, Lima and Findlay from 
and to the same points in so far as the defendants, or any of 
them, participated in the same traffic to, from or via Wood 
River, on the one hand, and Ohio points, on the other. 


SOUTH TEXAS GRAIN ROUTING 


The Commission, by division 3, in I. and S. No. 3115, routing 
of grain between south Texas points and points on the Rock 
Island, in a report written by Commissioner Taylor, has found 
not justified the cancellation of routing under joint rates on 
grain from points on the Chicago, Rock Island & Pacific to 
south Texas points and ordered the suspended schedules 
cancelled. 

Cancellation of routing under joint rates on like traffic 
from points on the San Antonio, Uvalde & Gulf to destinations 
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on the Rock Island has been found justified and the order of 
suspension has been vacated. 

One set of the suspended schedules proposed to cancel 
routings on grain originating on the Chicago, Rock Island & 
Pacific or its connections and moving into Fort Worth, Tex., 
via the Chicago, Rock Island & Gulf, referred to collectively 
as the Rock Island system, destined to points on the Inter- 
pational-Great Northern, Houston & Brazos Valley, San Antonio, 
Uvalde & Gulf, San Antonio Southern and the Sugarland Rail- 
ways. Another set proposed to cancel the routing on grain 
originating on the San Antonio, Uvalde & Gulf moving to desti- 
nations on the Rock Island. The Commission found the pro- 
posals of the second set justified. 

The report does not show which of the carriers mentioned 
in the case were the moving ones. It merely says the respond- 
ents filed the schedules. It says they were suspended upon 
protest of the Missouri-Kansas-Texas, presumably because, as 
the report says, the routes proposed to be cancelled apply over 
the Katy and Southern Pacific as intermediate carriers between 
Fort Worth and Dallas on the one hand and San Antonio and 
Houston on the other. 

The result of the cancellation, the report says, would have 
peen to confine the traffic to the International-Great Northern, 
except the routing via the short line of the Trinity & Brazos 
Valley, from Fort Worth to Houston. 

Respondents contended, said the report, that as a matter of 
law the Missouri Pacific, controlling the I.-G. N., S. A. S. S. A. 
U. & G. and S. L. lines, was entitled to its long haul on this 
traffic; that that was an affirmative right given it by the statute 
and that in the absence of undue circuity and of undue prejudice 
or preference, that right could not be lawfully denied. It said 
the Missouri Pacific, in that connection, cited the Ogden Gate- 
way Case, 35 I. C. C. 131, as authority for the contention that 
in connection with the cancellation of through routes the Com- 
mission’s power was no greater than its power to establish, 
originally, such routes, and that section 15 (4) applied equally 
in each situation. 

The routings were established years ago when the Missouri 
Pacific did not control the International-Great Northern. Half 
the stock of the Trinity & Brazos Valley is owned by the Rock 
Island, hence no proposal was made to close that route. 

Commissioner Taylor said no effort was made to justify the 
higher combinations that would be brought into effect by the 
proposed cancellation. He said no justification appeared for 
the cancellation of the routes other than the desire of the Mis- 
souri Pacific to obtain all the traffic for itself. Section 15 (4), 
he said, had no application until the carrier invoking it obtained 
possession of the traffic, citing in support of that proposition 
Waverly Oil Works Co. vs. P.. R. R., 28 I. C. C. 621, and Flory 
Milling Co. vs. C. N. E., 93 I. C. C. 129. For that reason, he 
said, the position of the respondents was unsound in connection 
with the southbound traffic, but that since the San Antonio, 
Uvalde & Gulf was a part of the Missouri Pacific system respond- 
ents were within their rights in restricting the routing of traffic 
originating on it so as to give the system the long haul 


CORE SAND TO CANTON, O. 


The Commission, by division 2, has dismissed No. 20118, 
Union Metal Manufacturing Co. vs. Michigan Central et al., 
finding not unjustly discriminatory or unduly prejudicial the 
rate on core sand, from Michigan City, Ind., to Canton, O. The 
complainant contended that a rate of $2.52 per net ton to Can- 
ton was unduly prejudicial to it in comparison with a rate of 
$2.15 to Cleveland. The Commission said that the rate to Cleve- 
land appeared to be depressed by actual water competition, 
while Canton was not served by carriers by water. The rail- 
roads contended that to retain the Cleveland business they had 
to serve industries at that point on a $2.15 rate. 


LUMBER CASE DISMISSED 


An order of dismissal has been made in No. 19543, Home 
Builders Supply Co. vs. Atlantic Coast Line et al., the Com- 
mission, by division 3, finding not unreasonable or otherwise 
unlawful the rates on lumber, from Ariton, Brundige, Daleville 
and Elba, Ala., and Albany, Ga., to Lakeland, Fla. 


MOLDING SAND TO RICHMOND, IND. 


The Commission, by division 3, in No. 19743, Swayne, Robin- 
son & Co. vs. Baltimore & Ohio et al., has found that interstate 
rates on molding sand to Richmond, Ind., were not and are not 
unduly prejudicial but that they were, are and for the future 
will be unreasonable the extent they exceeded, exceed or may 
exceed $1.88 per net ton from Sandusky, Shinrock, Milan and 
Wilmer, O., and $2 from Wooster and Kauke, O. The rates for 
the future are to be made effective on or before December 31, 
1928. Complainant was found to be entitled to reparation and 
directed to file reparation statements. 

As to an allegation that the intrastate rates on sand 
within Ohio unjustly discriminated against interstate commerce 
in violation of section 13 of the interstate commerce act, the 
Commission said those rates had not been shown to have caused 
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or to cause any undue or unreasonable advantage, preference, or 
prejudice as between persons or localities in intrastate commerce 
on the one hand and interstate commerce on the other, or any 
undue, unreasonable or unjust discrimination against interstate 
commerce. 


DRESSED POULTRY CASES 

The Commission, by division 3, has dismissed No. 19217, 
Swift & Co. vs. Santa Fe et al., finding applicable the rates 
charged on dressed poultry, carloads, from points in Kansas 
and Missouri to destinations east of the Mississippi River. The 
complaint alleged the rates were inapplicable and unlawful in 
that they exceeded lower ones arrived at by using rule 5 (b) of 
Tariff Circular 18-A. The question was one growing out of 
the intermediate application of a combination. In disposing 
of the case, by finding applicable the rates that were charged, 
the Commission said: 

In National Refining Co. vs. C., C., C. & St. L. R. R. Co., 139 
I. C. C. 307, we found that where a shipper specifically routes a 
shipment and a combination rate is to be used, the applicable com- 
bination is that over the actual route specified, and not a lower 
combination over a route other than that specified over which, in the 
absence of specific routing, the shipment could have moved, either 
actually or theoretically, under rule 5(b). There is nothing of record 
in the instant cases which would warrant a different conclusion 
herein. See also Loose-Wiles Biscuit Co. vs. R. Co., 144 I. C. C, 195. 

The report also covers No. 19874, Swift & Co. vs. Santa 
Fe et al., No. 19966, Same vs. Same, No. 19912, Armour & Co. 
(Illinois) vs. Santa Fe et al., and No. 20353, Topeka Chamber of 
Commerce et al. vs. Atlanta, Birmingham & Coast et al. 


INTERMEDIATE RULE ON WHEAT 


The Commission, by division 3, has dismissed No. 20103, 
Pillsbury Flour Mills Co. vs. Chicago Great Western et al., find- 
ing that a rate of 53.5 cents charged on a carload of wheat 
shipped from Rogers, Neb., to Minneapolis, Minn., there milled 
in transit and the product shipped to Buffalo, N. Y., was inap- 
plicable. It found that the applicable rate was 58.5 cents and 
directed the collection of outstanding undercharges. The com- 
plainant contended that the wheat shipped from Rogers via 
Omaha, Minneapolis and Chicago was entitled to transit at Min- 
neapolis under the intermediate rule. The Commission said the 
intermediate rule was expressly not applicable on traffic from in- 
termediate points as to which transit at Minneapolis was “other- 
wise provided for in individual items.” The record, said the 
report, indicated that many shipments were made on the com- 
bination it found not applicable and that the collection of out- 
standing undercharges should be promptly made. 


SCRAP PAPER CASE DISMISSED 


An order of dismissal has been made in No. 20208, Diamond 
Match Co. vs. New Haven et al., the Commission, by division 3, 
finding not unreasonable the rate on scrap paper, carloads, from 
Oxford, Conn., to Middletown, O., applied on shipments made in 
1921 and 1922. 


SCRAP IRON FROM SOUTH CAROLINA 

The Commission, by division 3, in No. 20137, Knight-Luttrell 
Iron Co. vs. Southern et al., has ordered the establishment of 
new rates on scrap iron and steel, from points in South Carolina 
to Oakland City, Ga., based upon a finding of unreasonableness, 
not later than December 24. It found the rate from Rock Hill, S. 
C., to Oakland City not unreasonable, but that the rates from 
other points in South Carolina to the Georgia point were and 
would be unreasonable to the extent they exceeded or might 
exceed, in net tons, the following: $2.68 from Central; $2.79 
from® Beverly, Anderson and Easley; $2.91 from Greenville; 
$2.97 from Pelzer, Greer and Shoals Junction; $3.09 from Well- 
ford, Spartanburg and Newberry; and $3.20 from Cowpens, 
Pacolet and Gaffney. It awarded reparation and told the com- 
plainant to submit reparation statements. 


LEAD-FOIL WRAPPERS 


An order of dismissal has been made in No. 18410, Lehmaier, 
Schwartz & Co. vs. Seaboard Air Line et al., the Commission, 
by division 3, finding the rate on lead-foil wrappers, used largely 
in cigarette containers, from Richmond, Va., to Reidsville, Dur- 
ham and Winston-Salem, N. C., not unreasonable, unjustly dis- 
criminatory or prejudicial. The Commission said that the com- 
modity rate of 33.5 cents, applicable on carloads, from Richmond 
to the tobacco manufacturing points in North Carolina, was 
lower than the seventh class rate for like distances from and 
to points in southern territory, prescribed in Southern Class 
Rate Investigation, 133 I. C. C. 200. 


SUGAR BEETS TO DECATUR, IND. 

A finding that the complainant is entitled to reparation be- 

cause of unreasonable rates on sugar beets from points in Ohio 

to Decatur, Ind., has been made by the Commission, division 3, 

in No. 16455, Holland-St. Louis Sugar Co. vs. New York, Chicago 
& St. Louis et al. 

The Commission said the complainant attacked rates on 
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sugar beets from points in Indiana, Illinois, Michigan and Ohio 
to Decatur and asked for reasonable rates and reparation, but 
that at the hearing it developed that after the complaint was 
filed defendants established rates that were substantially those 
sought and the complaint against the current rates was with- 
drawn. It said reparation was sought only on shipments from 
points of origin in Ohio and that the issues had been narrowed 
to an attack on the rates charged from those points between 
September 30, 1922, and January 1, 1925. 

The report contained a table showing rates charged and 
sought from 26 Ohio points, as well as the present rates. The 
Commission found that with the exception of Van Wert, O., the 
rates charged from the Ohio origins named in the table to 
Decatur were unreasonable to the extent they exceeded the 
rates shown under the column headed “rates sought” and that 
the rate ‘charged from Van Wert was unreasonable to the extent 
it exceeded $1.05. Complainant was directed to file reparation 
statements. 


WOODEN INSULATOR PINS 


The Commission, by division 4, in No. 19438, F. Bissel Co. 
vs. Pennsylvania, has found unreasonable, but nut otherwise 
unlawful, the rate charged on wooden insulator pins, from 
Hagerstown, Md., to Toledo, O., on a shipment made in May, 
1925, to the extent it exceeded 34 cents and awarded reparation 
amounting to $25.20, with interest. 

Commissioner Woodlock said he concurred solely for the 
reason that the issues appeared to be controlled by precedents 
cited in the report. He said that, in his opinion, the Commis- 
sion had gone too far in applying lumber rates, as it had done 
in this case, on articles which had reached a somewhat ad- 
vanced state of manufacture. 


LUMBER RATES ON INSULATOR PINS 


The Commission, by division 4, in No. 19357, Joslyn Manu- 
facturing & Supply Co. vs. Baltimore & Ohio et al., and a sub- 
number, Same vs. Chesapeake & Ohio et al., has found unrea- 
sonable but not otherwise unlawful the rates on wooden in- 
sulator pins and brackets, from points in Maryland and Vir- 
ginia to destinations in central and western trunk line terri- 
tories to the extent they exceed or may exceed the contem- 
poraneous lumber rates and awarded reparation. An order 
requires the establishment of rates on the basis indicated, not 
later than December 26, from Bedford, Buchanan, Crozet, Char- 
lottesville and Front Royal, Va., and Hagerstown, Md., to Cin- 
cinnati, O., Chicago and East St. Louis, IIl., St. Louis and Kan- 
sas City, Mo., and Minneapolis, Minnesota Transfer and St. Paul 
Transfer, Minn. 

Commissioner Woodlock concurred because of precedents 
cited, but said he thought the Commission had gone too far in 
applying lumber rates on such articles which had reached a 
somewhat advanced state of manufacture. 


DRAG LINE EXCAVATING MACHINERY 


The Commission, by division 3, has dismissed No. 20215, In- 
ternational Agricultural Corporation vs. Seaboard Air Line et 
al., finding applicable the charges collected on drag line. exca 
vating machinery, carloads, from Milwaukee, Wis., to Mulberry, 
Fla., shipped in 1924. 


GRAVEL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 19770, Olean Sand & Gravel Corporation 
vs. Buffalo & Susquehanna et al., as to the rate charged on six 
carloads of gravel shipped from Machias, N. Y., to Wellsboro 
Junction, Pa., in September, 1924. The Commission, by division 
4, found that a reasonable maximum through rate would have 
been $2.25 per net ton; that the combination of $3.40 was unrea- 
sonable to the extent that the factor of $1.80 charged by the 
New York Central, from Ansonia, Pa., to Wellsboro Junction ex- 
ceeded 65 cents; and that the complainant was entitled to repa- 
ration from the New York Central amounting to $347.76, with 
interest. The complainant asked for a rate for the future, but 
the Commission said that a through route and reasonable rate 
had been established, hence no finding of necessity for a route 
and rate for the future existed. 

Commissioner Porter, concurring, said he agreed with the 
result but that he was not in accord with much that was said in 
reference to the existence of through routes. 


GRAPE JUICE RATINGS 


The Commission, by division 4, in No. 16256, Welch Grape 
Juice Co. et al. vs. Abilene & Southern et al., opinion No. 13829, 
147 I. C. C. 361-73, has found unreasonable the classification 
ratings on unfermented grape juice, in glass bottles packed in 
boxes or barrels, in less than carloads in official territory, and 
in carloads in western territory to the extent they exceed or 
may exceed second class in official and class A in western 











classification. New ratings are to be established not later 
than January 5. 

The complaint attacked the ratings and rates as they applieq 
from Westfield, N. Y., North East, Pa., Lawton, Mich., ang 
Springdale, Ark., to all destinations in official and southern 
classification territories and to those parts of western territory 
known as western trunk line and southwestern territories, as 
unreasonable, and, as compared with lower ratings and rates 
on canned goods and non-alcoholic beverages, as unduly 
prejudicial and preferential. 

Except as indicated the Commission found them neither up. 
reasonable nor unduly prejudicial. 

Reparation was denied because the Commission said its find. 
ing and order would require both increases and reductions, 
Because of that fact and consistently with its practice in such 
cases the Commission said its finding of unreasonableness: was 
limited to the present and to the future. 


CULLET CASE DISMISSED 
The Commission, by division 3, has dismissed No. 20424, 
Philipp Brothers, Inc., vs. Long Island et al., finding not unrea- 
sonable the rate on cullet, carloads, from Bushwick, Long Island, 
N. Y., to Newark and Chrome, N. J. 


FIBREBOARD BOXES FROM ST. LOUIS 


The Commission, by division 2, has dismissed No. 19491, 
Scharff-Koken Manufacturing Company vs. Santa Fe et al, 
finding the rate on fibreboard, pulpboard and strawboard cor- 
rugated boxes, knocked down, carloads, from St. Louis, Mo., 
to Denver, Colo., and points taking the same rates, not unrea- 
sonable or unduly prejudicial. 


WINDOW SCREEN CHARGES 


An order of dismissal has been made in No. 19260, Owosso 
Manufacturing Company vs. Michigan Central et al., the Com- 
mission, by division 4, finding applicable the charges on a ship- 
ment of window screens from Owosso, Mich., to San Francisco, 
Calif., made in 1925. The Commission found that a claim for 
reparation on account of alleged unreasonable charges was 
barred by the statute of limitations. The case involved a ship- 
ment moving in two cars because it could not move in the 
smaller car furnished. The claim was not filed within the 
statutory period. The Commission found the present rate not 
unreasonable or otherwise unlawful. 


EXTRA BEDDING CHARGE CASE 


The Commission, by division 3, has dismissed No. 19198, 
Chicago Live Stock Exchange vs. Pennsylvania, finding that 
the charges collected for bedding placed, on orders of shippers, 
in cars used for the interstate transportation of livestock, 
where such bedding was in addition to the amount defendant 
was required by law to furnish, did not constitute an over- 
charge. The defendant admitted the collection of $3.50 per 
car but said that $2 of that amount, in each instance, was to 
reimburse it for advances made in payment for “extra bedding” 
furnished at the request of consignors. The Commission ex- 
amined the requests submitted by the carrier and said it was 
clear that they authorized the carrier to buy something more 
than the bedding which it was required by law to furnish at 
$1.50 per car for “suitable bedding” and therefore not a charge 
for a transportation service nor in violation of the interstate 
commerce act. 


MOP HANDLES TO NEW ORLEANS 


A finding of unreasonableness and an award of reparation 
for $48.08, with interest, have been made in No. 20327, Squeez 
Ezy Mop Co., Inc., vs. New Orleans & Northeastern et al., as 
to the rate on mop handles in the white, from Lumberton, Miss., 
to New Orleans, La. The Commission, by division 4, has found 
the rate unreasonable to the extent it exceeded 11 cents, on a 
minimum of 40,000 pounds. That was the rate the Commission 
prescribed in Lumberton B. & M. Handle Factory vs. N. O. & 
N. E., 109 I. C. C. 659, relied upon by the complainant in this 
case in its prayer for reparation. 


COTTON FACTORY SWEEPINGS 


The Commission, by division 4, in No. 18238, Atlas Waste 
Material Co. vs. Pennsylvania, has found unreasonable and un- 
duly prejudicial, rates on cotton-factory sweepings, in bales, 
from Baltimore, Md., to York, Pa., awarded reparation and or- 
dered a rate not exceeding sixth class, to be established not 
later than December 26. The present rate was found unduly 
prejudicial to the extent it exceeded or might exceed the con- 
temporaneously applicable rate on rags, from Baltimore to York. 
The sixth class rate from Baltimore to York is 15.5 cents. Rags 
are rated sixth class, but they have been moving on a commodity 
rate of 11.5 cents. The Commission said that the numerous 
irregularities in the rate structure in trunk line territory made 
it difficult to pass upon the reasonableness of any individual 
rate in that territory. It said that the reasonableness of the 
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sixth class rate for the future would be passed upon.in No. 
15879, Eastern Class Rate Investigation, now pending. 


PINE TAR REPARATION 


The Commission, by division 3, in No. 20226, Southern Wood 
products Co. vs. Marianna & Blountstown et al., has found un- 
reasonable the carload rates charged on pine tar from Gaskins 
Siding, Fla., to New Haven and Naugatuck, Conn., charged on 
shipments made in 1926 and 1927 to the extent they exceeded 
the subsequently established rate of 59 cents. That rate, the 
carriers said, was part of a general revision of rates on naval 
stores they intended making. Reparation amounting to $277.89 
was awarded. 


OSWEGO GRAIN RATES 


The Commission, in sixth section permission No. 90575, has 
authorized H. Wilson and W. S. Curlett, tariff publishing agents 
of the eastern lines, to cancel, on one day’s notice, schedules 
filed by them carrying reduced rates on ex-lake grain from Os- 
wego, N. Y., to New York and Boston, for export. (See Traffic 
World, November 3.) The tariffs were to have become effective 
November 10, in compliance with the Commission’s order in the 
City of Oswego ex-lake grain rate case, 146 I. C. C. 293, in which 
the carriers were required to establish rates from Oswego to 
New York 1.5 cents under Buffalo. The carriers, upon the solici- 
tation of Boston interests, extended the reduction to Boston and 
East Boston. 

After the schedules had been dispatched to Washington, the 
Commission reopened the Oswego case and indefinitely post- 
poned the effective date thereof, hence the move by the carriers 
to cancel the supplements dated to become effective Novem- 
ber 10. 


FLORIDA CONSTRUCTION DENIED 


Public convenience and necessity have not been shown to 
require the construction by the Alabama & Western Florida 
Railroad Co. of an extension of its line of railroad from Chip- 
ley to Graceville, Fla., a distance of about 12 miles, ‘according 
to the conclusion reached by the Commission, division 4, in 
Finance No. 6569. The application for authority to build the 
line has been denied. 

The Atlanta & Saint Andrews Bay Railway Co., intervener, 
submitted testimony indicating that the proposed extension, if 
built, would adversely affect it. 

The Commission said it would seem that if and when the 
need developed for additional railroad facilities in the territory 
affected by the proposed extension, such facilities should be 
provided by the Louisville & Nashville by the construction of 
a line from Graceville to Chipley or from Graceville to Cot- 
tondale, Fla., either of which would apparently improve the 
L. & N.’s route from Montgomery, Ala., to River Junction, Fla. 


GUYANDOT BASIN CONSTRUCTION 


The Commission, in finance No. 6067, construction of line 
by Virginian & Western; No. 5161, construction of line by 
Guyandot & Tug River; and No. 4818, proposed construction of 
lines by Chesapeake & Ohio, has denied the petition of the 
Chesapeake & Ohio for reconsideration and reargument. That 


denial closes the case in favor of construction by the Guyandot ~ 


& Tug River, a subsidiary of the Norfolk & Western. 

With a view to giving itself time in which to consider the 
petition of the Chesapeake & Ohio, the Commission, on October 
20, postponed the effective date of its order in the Guyandot & 
Tug River case to November 22. In its correspondence with 
the Commission the Norfolk & Western said it was desirous of 
going forward with construction at the earliest day possible. 
It asked that the matter be disposed of as speedily as might be 
so that it might go ahead while the favorable weather conditions 
of the fall months continued. : 

In response to-the representations along that line, the Com- 
mission, when it denied the petition of the Chesapeake & Ohio, 
vacated its order postponing the effective date of its order per- 
mitting the Guyandot & Tug River to construct lines in the 
Guyandot basin to November 22, so that the earlier order of 
July 23, permitting construction, might become operative im- 
mediately. 


MISSOURI PACIFIC EXPANSION 


The Commission, by division 4, with Commissioner Wood- 
lock dissenting but not writing his views, in Finance No. 6572, 
has authorized the acquisition and new construction whereby the 
Missouri Pacific will enter Cape Girardeau, Mo., now served 
only by the St. Louis-San Francisco, and give freight service 
over its rails to the industrial area known as the Cape Gir- 
ardeau-Marquette district. The certificate authorizes the Mis- 
souri Pacific to acquire and reconstruct the line formerly 
owned by the Cape Girardeau Northern and to build new lines 
to create a new route into the Cape Girardeau-Marquette 
district. 

The St. Louis-San Francisco resisted the grant of a cer- 
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tificate on the ground that it had pioneered the district and 
was able to furnish service. Prior to the receivership of the 
Frisco that road owned all the stock of the Cape Girardeau 
Northern. That road was left out of the reorganization. The 
objecting system contended that it had built up a high stand- 
ard of freight and passenger service into and out of the Cape 
Girardeau-Marquette district. 

Acquisition and new construction, it is estimated, will cost 
the Missouri Pacific $514,000. The Commission said the entry 
of the Missouri Pacific into the district would improve service 
by assuring the operation of the Cape Girardeau Northern by 
a strong carrier and would permit the development of indus- 
trial sites which the record showed could not be developed be- 
cause of the uncertain status of the Cape Girardeau Northern. 

The certificate provides for the beginning of construction 
not later than May 1, 1929, and its completion not later than 
October 31, 1929. 


WABASH BOND ORDER 

In a second supplemental report in Finance No. 5683, bonds 
of Wabash Railway Co., the Commission, by division 4, has 
further modified the order of September 20, 1926, as modified 
by the supplemental order of December 17, 1927, to permit the 
Wabash to apply $68,846.84 of the proceeds from the sale of 
bonds authorized heretofore to the reimbursement of its treasury 
for additions and betterments made between January 1 and 
August 31, 1928, and $1,252,287.19 to the making of additions 
and betterments. 


FINANCE APPLICATIONS 


Finance No. 7182. Atchison, Topeka & Santa Fe Railway Co. asks 
authority to issue $30,204,000 of twenty-year 4% per cent convertible 
debenture gold bonds, issue of 1928, the proceeds to be used to re- 
imburse the treasury for expenditures heretofore made for capital 
purposes and not heretofore capitalized. Applicant says no contracts 
or other arrangements have been made for the sale of the bonds and 
that no contract is contemplated. The bonds are to be offered for 
subscription to holders of the common capital stock of the company 
at the close of business on November 23, 1928, at par and accrued 
interest, the right being reserved to dispose of any of such bonds 
not subscribed for by the stockholders at not less than par and 
accrued interest. 

Finance No. 7183. Elkhart & Santa Fe Railway Co. asks au- 
thority to execute a first mortgage and to issue thereunder to the 
Atchison, Topeka & Santa Fe one first mortgage gold bond in the 
sum of $1,700,000, bearing 6 per cent interest, in satistfaction of 
indebtedness of like amount to the Santa Fe, lessee and operator of 
the applicant’s property. 

Finance No. 7097. Supplemental application of New York, Chi- 
cago & St. Louis Railroad Co. for authority to sell $11,275,000 of 4% 
per cent refunding mortgage bonds, the nominal issuance of which 
has been heretofore authorized, to the Guaranty Company of New 
York at not less than 91 per cent of par and accrued interest net 
to the applicant, making the effective interest rate to the applicant 
4.99 per cent. The proeeeds will be used to pay $3,500,000 of 6 per 
cent notes, to reduce two other notes for a total of $7,100,000, to 
provide working capital and to provide for additions.and betterments. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7165, and 7165-Sub 1, (1) author- 
izing the North Pennsylvania R. R. Co. to extend from November 1, 
1928, to November 1, 1978, the maturity of $408,000 of 4 per cent gold 
funding loan bonds; and (2) authorizing the Reading Co. to assume 
obligation and liability as guarantor for the payment of the principal 
of and interest on the aforesaid bonds, approved. 

Report and order in F. D. No. 7099, authorizing the Chicago, 
Terre Haute & Southeastern Ry. Co. (1) to issue $951,000 of first and 
refunding mortgage 50-year 5 per cent gold bonds to be delivered to 
the Chicago, Milwaukee, St. Paul & Pacific R. R. Co. in reimbursement 
for certain expenditures made by it; and (2) to the latter company 
to assume obligation and liability to pay the principal of and interest 
on said bonds, approved. 


CONNELLSVILLE EXTENSION 


Answering the petition of the Baltimore & Ohio, in finance 
No. 6229, application of the Pittsburgh & West Virginia to build 
the Connellsville extension, asking the Commission to reopen 
the case and have “all” the members of the Commission vote 
on it, the Pittsburgh & West Virginia asserts that- the under- 
lying purpose of the Baltimore & Ohio’s objection to the con- 
struction is not at all in the public interest. It asserts that 
the objection of the Baltimore & Ohio is in furtherance of its 
determination that its preempted territory (the Western Mary- 
land included) shall not be invaded by an active competitor, 
which might also affect its present dominant position in the 
Western Maryland. ; 

“Will this Commission lend itself to the accomplishment 
of such purposes under the benign claim of the Baltimore & 
Ohio that it is acting solely in the public interest?” asks the 
applicant. 

The Pittsburgh & West Virginia asks that this matter be 
promptly and finally set at rest by refusal to grant the peti- 
tion of the Baltimore & Ohio. 

The Pittsburgh & West Virginia asserted that by reason 
of its having spent money on the faith of the Commission’s 
order of June 12, the Commission had lost jurisdiction of the 
proceeding in so far as any right to revoke the order was 
concerned and that the Pittsburgh & West Virginia acquired 
vested rights of which it might not be deprived without due 
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process of law. It asserted that if the Commission: could at 
this time revoke its order of June 12 it could as well do so 
at any time during the construction of the line. Thereby it 
said the Commission would make a mockery of all its orders 
and bring railroad construction to a standstill. 

“It is at once apparent,” said the applicant, “that no such 
power remains in the Commission to revoke valid orders after 
the effective dates thereof and after same have been acted upon 
and money spent in reliance thereon.” 

The Pittsburgh & West Virginia reiterated what it had 
said in answer to the petition of the trunk lines to reopen the 
case, namely, that it had spent money and incurred obligations 
amounting to $189,317.28 on the faith of that order. It added 
that it had further sold 4.5 per cent gold mortgage bonds, at 
94.5 per cent of par, as part of the $10,000,000 that would be 
needed to finance the extension. Further it said that upon the 
basis of the first contract for work on the extension the project 
the cost would be nearer $10,000,000 than the $13,000,000 esti- 
mate previously submitted. 

“And of course,” says the brief, “it is not out of order 
to inquire why the Baltimore & Ohio is so solicitious about 
this order of June 12, if, as it says, the applicant has no 
intention of acting upon it. If such be true, the order will 
lapse by time limitation and the whole project will slip into 
innocuous desuetude, and even the Commission need be both- 
ered no further with it.” 

The applicant said the allegations of the Baltimore & Ohio 
that what work had been done by the Pittsburgh & West Vir- 
ginia was colorable were a serious refiection upon the honesty 
of the applicant and its officers, in that such allegations, in 
effect, asserted that the applicant was trifling with the Com- 
mission and with the banking houses with which it had been 
arranging for the financing of the extension, and that while 
it might well challenge the Baltimore & Ohio’s vice president 
to state, under oath, the facts disclosed by his investigation 
which seemed to him to warrant the statement that the work 
was colorable, the applicant thought the best answer to that 
gratuitous suggestion was the affidavit of H. H. Temple, its 
chief engineer, showing the work that had been done. The 
affidavit was filed in the’ answer to the petition of the trunk 
lines for reopening. 


COMMISSION ORDERS 


No. 21222, Carpenter Paper Co. et al. vs. Santa Fe et al.; 
No. 21306, Champion Coated Paper Co. et al. vs. Alabama Great 
Southern et al.; No. 21332, Advance Bag & Paper Co., Inc., et 
al. vs. Baltimore & Ohio et al., and No. 21355, Supreme Lodge 
of the World, Loyal Order of Moose, vs. Burlington et al. Mich- 
igan Paper Mills Traffic Association permitted to intervene. 


No. 21389, Atlantic Tie & Timber Co. et al. vs. Seaboard 
Air Line. Jacksonville Traffic Bureau, Inc., permitted to in- 
tervene. 


Finance No. 6993, Application of Toledo, Peoria & Western 
for certificate to construct and operate a line of railroad in 
Peoria and Tazewell counties, Ill. Illinois Terminal Co. per- 
mitted to intervene. 


Finance No. 5285, bonds of Rock Island, Arkansas & Louis- 
iana. Petition of Rock Island, Arkansas & Louisiana and Chi- 
cago, Rock Island & Pacific for reconsideration of application 
in said proceeding and of the order and supplemental order, 
by division 4, entered March 2, 1926, and October 25, 1926, 
respectively, and for entry of an order granting prayer of said 
application without imposing the condition contained in the 
first ordering paragraph of said order of March 2, 1926, denied. 


Finance No. 2556, construction and operation of line by 
Jefferson Southwestern. The time prescribed in said cer- 
tificate and order, as extended, within which the Jefferson 
Southwestern may complete construction of line of railroad 
therein has been further extended to March 1, 1929. 

No. 17854, Sub. No. 1, Fredonia Portland Cement Co. et al. 
vs. Santa Fe al. The above entitled case has been reopened 
for further hearing solely for the introduction of evidence show- 
ing the amount of damage, if any, sustained by complainants 
on account of any undue prejudice which may have existed in 
respect of the assailed rates, and for no other purpose. 

Finance No. 7130, application of Turlock & Eastern for a 
certificate to construct a line of railroad in Stanislaus and 
Merced counties, Calif. Southern Pacific permitted to in- 
tervene. 

Finance No. 7092, application of City and County of Den- 
ver for a certificate authorizing the abandonment by the Col- 
orado & Southern of a part of its Platte Canon line of railroad 
in Douglas and Jefferson counties, Colo., and Finance No. 7132, 
application of Colorado & Southern for a certificate to abandon 
a part of its Platte Canon line of railroad between Denver and 
Leadville, Colo. Board of County Commissioners of County of 
Clear Creek, Colo.; Park County, Colo., and Climax Molyb- 
denum Co. permitted to intervene. 

No. 21448, Sodium Products Corp. vs. Abilene & Southern 
et al. General Chemical Co. permitted to intervene. 
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No. 21534, Gilman Paper Co. vs. Maine Central et al. Ame, 
ican Newspaper Publishers’ Association permitted to intervene 

No. 21376, The Charles Boldt Paper Mills Co. vs. Alab 
Great Southern et al. 
intervene. 

No. 21115, Skelly Oil Co. vs. Santa Fe et al. Phillips p, 
troleum Co. permitted to intervene. 

No. 21244, Globe Grain & Milling Co. vs. Santa Fe et q 
California Milling Corp. permitted to intervene. 

No. 21373, Commonwealth of Kentucky et al. vs. Ahnapes 
& Western et al. Knoxville Freight Bureau and Lexingtoy 
Board of Commerce permitted to intervene. 

Finance No. 7120, application of Houston North Shore for 
certificate to construct a line of railroad in Harris county, Texas, 
Harris County Houston Ship Channel Navigation District, Mis. 
souri-Kansas-Texas of Texas, and Gulf, Colorado & Santa Fp 
permitted to intervene. 

Finance No. 7127, application of St. Louis Electric Termina] 
and Illinois Terminal for certificate to construct an extension 
to their lines of railroad in city of St. Louis, Mo. City of gt 
Louis permited to intervene. 

No. 21177, Chemical Lime Co. et al. vs. Pennsylvania et a], 
Amercan Lime & Stone Co. permitted to intervene. 

No. 20930, International Paper Co. et al. vs. Ann Arbor et al, 
Louis permitted to intervene. 

No. 21056, the Beacon Milling Co., Inc., vs. New York Cen. 
tral et al. The Tioga-Empire Feed Mills, Inc., permitted to 
intervene. 

No. 14831, Winding Gulf Colliery Co. et al. vs. Chesapeake 
& Ohio et al., and No. 14498, Ragland Coal Co. vs. Virginian 
et al. The order heretofore entered in said proceedings on 
June 4, 1928, which, as subsequently amended, is to become 
effective on November 15, 1928, upon notice by 10 days’ filing 
and posting as therein provided, has been further amended 
so that, in so far as it relates to rates in issue in said pro- 
ceedings, it shall become effective upon the further order of the 
Commission. 

No. 16111, Duquesne Reduction Co. vs. Pennsylvania et al., 
and No. 17293, Federated Metals Corp. vs. Pennsylvania et al. 
Complainant’s petition for further consideration and. further 
hearing denied. 


No. 20079, Newport Rolling Mill Co. vs. Santa Fe et al. 
No. 19072, Chapman-Price Steel Co. vs. Santa Fe et al., and 
No. 18690, American Zinc Products Co. vs. St. Louis-San Fran- 
cisco et al. Petition of defendant Southwestern lines for re- 
hearing and postponement of effective date of order of July 17, 
1928, in these proceedings, denied. 


I. and S. No. 3048, hay, straw, excelsior, and other com- 
modities between official territory and southern points. Peti- 
tions for reconsideration filed by protestants Phillips Excelsior 
Co., Hallsboro Manufacturing Co. and National Association of 
Upholstered Furniture Manufacturers, denied. 


No. 15966, Canadian Oil Companies, Ltd., vs. Louisville & 
Nashville et al. Petition of defendant Central Freight Associa- 
tion lines for reopening, reconsideration, rehearing and rear- 
gument, denied. 


No. 21439, Woodford Spears and Sons et al. vs. Burlington 
et al. Lexington Board of Commerce permitted to intervene. 

I. & S. No. 2595, meats and packing house products to, 
from, and between southwestern and western trunk-line points. 
The order of January 9, 1928, as modified, has been further 
modified to the extent of requiring cancellation of suspended 
“— on or before February 2, 1929, instead of December 
3, 1928. 


International Paper Co. permitted t) 


PETITIONS FOR REHEARING, ETC. 


No. 21474, Little Rock Chamber of Commerce et al. vs. 
Aberdeen & Rockfish et al. The Chicago, Rock Island & Pacific 
and Chicago, Rock Island & Gulf, defendants herein, ask the 
Commission to strike the complaint filed herein. 

No. 18731, the Brunswick-Balke-Collender Co. vs. Pere Mar- 
quette et al., and No. 18872, the Brunswick-Balke-Collender Co. 
vs. Michigan Central et al. Complainant asks for reargument 
therein before the full Commission. 

No. 17709, The Merchants and Planters Compress and 
Warehouse Co. et al. vs. Demurrage & Storage Bureau, Gal- 
veston Bay Lines. Defendant carriers ask that proceeding be 
reopened for further hearing and argument before the Com- 
mission on the record, or the decision modified, and/or de- 
fendants instructed as to the basis for computation of allow- 
ances to complainant in case such allowances should be made. 

No. 19825, Goodwillie-Green Box Co. vs. Milwaukee, et al. 
Complainant asks for reconsideration on record as made and 
oral argument. 

No. 15474, Charles Wolff Packing Co. vs. Arkansas Western 
et al. Southwestern lines, defendants, ask for further postpone- 


ment of effective date of order entered in this proceeding. to 
the date entered or to be entered in No. I. & S. 2595, fresh 
meats and packing house products, from Topeka, Kan., to 
southwestern points. ¥ 
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POTATOES AND ONIONS 


Examiner W. A. Hill, in No. 21040, Thomas H. Fee et al. 
ys. Santa Fe et al., has recommended that the Commission find 
unreasonable, after July 14, 1928, the rates on potatoes and* 
onions, the latter without tops, in straight or mixed carloads, 
from points in Colorado to destinations in New Mexico. He 
said the rates prior to the day mentioned should be found not 
unreasonable. He recommended reparation on shipments mov- 
ing after July 14 on the ground that the carriers, by the deci- 
sion in Turner-Altus Company vs. Santa Fe, 139 I. C. C. 4, were 
sufficiently placed on notice that the rates here assailed were 
unreasonable. 

“This being so,” said Hill, “it is only fair that the basis 
herein recommended should, through the medium of an award 
of reparation, take effect as of July 14, 1928” (the date on 
which the Turner-Altus rates were made operative). 

The complaint alleged the rates from Lucerne, Center, 
Severance, Fort Morgan, Monte Vista, Freeman, Olathe, Gree- 
ley and Ault, Colo., to Clovis, Portales, Roswell, Artesia and 
Carlsbad, N. M., were and are unreasonable. In disposing of 
it, Hill said: 


The Commission should find that the rates assailed were not un- 
reasonable prior to July 14, 1928, but that on and after that date the 
rates assailed were, and the present rates are and for the future 
will be, unreasonable to the extent that they exceeded, exceed, or 
may exceed the following rates: On potatoes, in straight carloads, 
73 cents per 100 pounds from the Greeley and San Luis Valley districts, 
except from Center, and from Center, 3 cents higher, and from Olathe 
6 cents higher, than the rates contemporaneously in effect from trunk- 
line points in the Greeley and San Luis Valley districts; on onions 
without tops, in straight carloads or in mixed carloads with potatoes, 
80 cents per 100 pounds from the Greeley and San Luis Valley district, 
except from Center, and from Center 3.5 cents higher, and from 
Olathe, 6.5 cents higher, than the rates contemporaneously in effect 
from trunk-line points in the Greeley and San Luis Valley districts. 

There is no showing that complainants paid or bore the charges 
on these shipments. In the absence of objection by defendants they 
should be permitted to file Rule V statements accompanied by affi- 
davits that they paid and/or bore the charges. 


NINTH CLASS FOR SODA 


Attorney-Examiner W. A. Disque, in No. 19640, Mathieson 
Alkali Works vs. Louisville & Nashville et al., has recommended 
that the Commission find unreasonable and unduly prejudicial 
the rates on soda and soda products, carloads, from Saltville, 
Va., and points in Michigan, New York and Ohio to destinations 
in the south to the extent the rates assailed, except those to 
points beyond the limits of the present application of the K-2 
scale, prescribed in Southern Class Rate Investigation, 113 I. 
Cc. C. 200, and 128 I. C. C..567, which are to be made with 
appropriate relation to that scale, exceed or may exceed ninth 
class in that scale, for straight or mixed carloads, minimum 
50,000 pounds. 

In his proposed finding Disque says it is expected that the 
rates and minima that are lower than, will be increased to 
the prescribed bases. He said that distances should be com- 
puted as indicated in the Southern Class Rate Investigation and 
that reparation should be denied because the readjustment 
would result in both increases and reductions. 

This report also covers No. 19808, Same vs. Norfolk & 
Western et al., No. 20169, Detroit Soda Products Co. et al. vs. 
Aberdeen & Rockfish et al., and No. 20384, Mathieson Alkali 
Works vs. Akron & Barberton Belt et al. Collectively, Disque 
said, the complaints attacked the rates from the producing 
points in Michigan, New York, Ohio and Virginia to destinations 
in the south. The title complaint attacked those from Salt- 
Ville, Va., to Anniston and Birmingham, Ala., and destinations 
grouped therewith, and to Pell City and Talledega, Ala. No. 
19808 attacked those from Saltville to destinations in Missis- 
sippi and Louisiana east of the Mississippi, and those within 
the switching limits of New Orleans west of the river, to Helena, 
Ark., Pensacola, Fla., and destinations grouped therewith, as 
unreasonable and unduly prejudicial in comparison with those 
from Michigan, New York, Ohio and West Virginia producing 
points. It asked for lawful rates including joint rates with the 
government’s barge line to such destinations as now have joint 
rates from the points alleged to be favored. 

In No. 20384 it was alleged that the rates on bicarbonate 
of soda from Saltville to destinations in Alabama, Florida, Mis- 
sissippi and Louisiana were unreasonable and unduly prejudicial 
as compared with rates from producing points in Ohio and 
Michigan. 

The complaint in No. 20169 alleged that rates on designated 
soda products from Akron, Alkali, Barberton, Fairport and 
Painesville, O.; Detroit and Wyandotte, Mich.; and Solvay and 
Syracuse, N. Y., to all destinations in Kentucky south of the 
south bank of the Ohio and in Tennessee, Mississippi, Alabama, 
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Louisiana, Florida, Georgia, the Carolinas and Helena, Ark., 
were unreasonable and unduly prejudicial as cognpared with 
rates from Saltville, Va., and Canton, N. C. 


POTATOES TO THE SOUTHWEST 


Attorney-Examiner Alfred G. Hagerty, in No. 20337, Leonard, 
Crosset & Riley, Inc., et al. vs. Aransas Harbor Terminal et al., 
and cases joined with it, has proposed that the Commission 
shall find unreasonable the rates on potatoes, from designated 


‘ origin territories in Montana, North Dakota, and western Min- 


nesota, to destinations in Kansas, Oklahoma, Texas, Louisiana 
and Arkansas, for the future, to the extent they exceed 27.5 per 
cent of the first class rate in the Kansas-Missouri scale and 
27.5 per cent of the first class rate in the southwestern scale, 
each to be found in the Consolidated Southwestern Cases, 123 
I. C. C. 203. He said reparation should be denied. 

The report covers, in addition to the title complaint, No. 
20853, Northwestern Potato Exchange, Inc., vs. Same; No. 19285, 
Salina Chamber of Commerce et al. vs. Santa Fe et al.; No. 
19778, Wichita Chamber of Commerce et al. vs. Same, and No. 
20728, Northwestern Potato Exchange, Inc., et al. vs. Abilene 
& Southern et al. 

Hagerty treated the rates from three origin areas which 
he called the Red River Valley district along the river that 
forms the line between Minnesota and North Dakota covering 
approximately nine counties in Minnesota and eight in North 
Dakota; the Arnegard district, covering three counties in north- 
western North Dakota; and the central-west North Dakota dis- 
trict, lying between the Arnegard and Red River Valley dis- 
tricts. A few Montana points are covered by it. 

Moorhead, Minn., was treated as the typical point in the 
Red River Valley district; Arnegard, N. D., as representative 
of that district; and Minot, N. D., as a representative key point 
in the central-west North Dakota district. Hagerty, in closing 
his discussion and presenting the conclusions he thinks the 
Commission should reach, said: 


The claims for reparation, presented in all five complaints, are 
in substance suits for money damages which require judicial de- 
termination, and, under the due process clause of our organic law, 
such determinations can be reached only from the evidence. In none 
of these cases was there presented any evidence even remotely tend- 
ing to prove that the assailed rates, when charged, were so high that 
they caused or resulted in money damages to any of the parties to 
these proceedings. 

Conclusions 


1. The statutory burden of proof, in the situations where rates 
in issue were increased subsequently to January 1, 1910, does not at- 
tach to the defendant carriers until complainants have made out a 
prima facie case. 

2. The evidence is wholly incompetent, even in a prima facie 
sense, to prove that the rates in issue were, when charged, so high 
that they caused or resulted in money damages; and therefore is also 
incompetent to prove that those rates were, when charged, unrea- 
sonable, within the meaning of section 1 of the statute, for the sole 
purpose of raising the irrebuttable presumption of law that money 
damages were suffered. The rates in issue are not shown to Have 
been unreasonable, when charged. é 

3. The rates in issue for the transportation of potatoes, tarloads, 
from the three producing districts herein defined, to destinationg in 
the state of Kansas, are unreasonable for the future to the extént 
that they exceed 27.5 per cent of the ‘“‘Kansas-Missouri”’ distance 
first-class rates set forth in Appendix 18, pages 477 and 478 of the 
report in Consolidated Southwestern Cases, 123 I. C. C. 203 made 
applicable over the shortest workable routes, reserving to the carriers 
the privilege of grouping the originating points in each district within 
areas not exceeding 150 railroad miles, and using Moorhead, Minot 
and Arnegard as the rate key-points from which to compute distances 
from the respective districts. 

4. The rates here in issue from the three designated producing 
districts to the “Southwest” are unreasonable to the extent that they 
exceed 27.5 per cent of the ‘‘Southwestern Scale’’ first-class rateg set 
forth in Appendix 18, pages 477 and 478 of the report in Consolidated 
Southwestern Cases, supra, these rates to be constructed and es- 
tablished subject to the same provisions as are herein made for the 
one of the ‘‘Kansas-Missouri’’ rates to destinations in 

ansas. 

5. The rates herein prescribed are to be made subject to the rate 
contemporaneously maintained from the Pacific-Northwest states, now 
110 cents, as maxima. 

6. Reparation is denied, and the application on the special docket 
ped a to award reparation, bearing number 115111, also is 

enied. 

These conclusions are, of course, to be regarded as without 
prejudice to such findings as may justify changes arising from what- 
ever rate revision may be made in the western trunk line rate ad- 
justment. 

It is expected that the defendant carriers will establish the rates 
herein prescribed for the future, from any of the shipping points 
in Minnesota and Dakota, excluding the Duluth and Princeton-Cam- 
bridge districts, which are not within the designated Red River Valley 
and Arnegard districts. 


LUMBER MISROUTED 


A recommendation for an award of reparation has been 
made by Examiner T. P. Wilson in No. 20541, Standard Hard- 
wood Lumber Co. vs. Pennsylvania et al., on a finding that cer- 
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tain shipments of lumber from points in Arkansas, Indiana and 
Illinois, transited at Buffalo, N. Y., and forwarded to East Pitts- 
burgh, Pa., were not overcharged, but were misrouted. One 
shipment was found overcharged. The report embraces three 
sub-numbers, Same vs. Same. 


RATE AND WEIGHT ON FUEL PITCH 


Dismissal has been recommended by Examiner C. E. Simmons 
in No. 20994,,F. J. Lewis Manufacturing Co. vs. Baltimore & 
Ohio, on a finding that the rate and minimum weight on fuel 
pitch, carloads, from Dover, O., to Baltimore, Md., for export, 
were not unreasonable. 


SECOND-HAND BUILDING MATERIAL 


An award of reparation has been recommended by Examiner 
Lewis L. Prout in No. 20523, Milliken Brothers Manufacturing 
Co., Inc., vs. Pennsylvania, on a finding that the rate on second- 
hand iron building material from Elwood, N. J., to Greenville 
Piers, N. J., for export, was unreasonable to the extent it ex- 
ceeded 20.5 cents. An overcharge on one car should be promptly 
refunded, said the examiner. 


ROAD-BUILDING MACHINERY 


Examiner Frank C. Weems in No. 20618, Jackson (Miss.) 
Traffic Bureau for Clifford Waterhouse vs. Chicago & Alton 
et al., has recommended that the Commission find the rate on 
road-building machinery, carloads, from Minneapolis, Minn., to 
Jackson, Miss., not unjustly discriminatory or unduly prejudicial 
but unreasonable to the extent that it exceeded, exceeds or 
may exceed 94 cents per 100 pounds, and award reparation. The 
complainant assailed’ a rate of $1.07. Effective September 1, 
1928, subsequent to the filing of the complaint, according to 
the report, a combination rate of $1.045 was published as a 
commodity rate from Minneapolis to Jackson. A rate not exceed- 
ing 85 cents for the future and reparation were sought by com- 
plainant. 


CONTRACTORS’ OUTFITS 


An award of reparation has been recommended by Examiner 
Albert A. Mattson in No. 20901, Hyman-Michaels Co. vs. Sea- 
board Air Line et al., on a finding that charges collected on 
three carloads of contractors’ outfits from Lake Worth, Fla., 
to St. Louis, Mo., were inapplicable. The examiner said the 
Commission should find that the charges collected at a rate 
of $1.945, and an aggregate weight of 123,840 pounds, were inap- 
plicable to the extent they exceeded charges based on a rate 
of $1.685 and an aggregate weight of 124,560 pounds, and award 
reparation of $309.85. 


NARROW-GAUGE CAR DEMURRAGE 
Dismissal has been recommended by Attorney-Examiner 
George M. Curtis in No. 21033, St. Anthony & Dakota Elevator 
Co. vs. C. M. St. P. & P. et al., on a finding that demurrage 
charges on narrow-gauge cars at Cascade, Ia., were applicable 
and not unreasonable. 





REPARATION ON BROKEN STONE 


An award of reparation has been recommended by Examiner 
W. A® Hill in No. 21084, Anna Stone Co. vs. N. C. & St. L. et 
al., on a finding that shipments of broken stone from Anna, III., 
to McKenzie and Huntingdon, Tenn., were overcharged. The 
examiner said the applicable rates were $1.38 and $1.49, per 
net ton, to McKenzie and Huntingdon, respectively, as against 
rates of $1.68 and $1.79 charged. The examiner said the only 
question to be decided was whether the combinations charged 
were subject to a reduction of 30 cents under Agent Jones’ 
tariff I. C. C. No. U. S. 1, and he held that they were. 


FUEL OIL TO DENVER 


Examiner T. P. Wilson, in No. 20716, Northwestern Terra 
Cotta Co., successors to the Denver Terra Cotta Co., et al. vs. 
Cc. B. & Q. et al., has recommended dismissal on a finding that 
rates on petroleum fuel oil, carloads, from Casper and Parco, 
Wyo., to Denver, Colo., were not and are not unreasonable. 


CANNED TOMATOES 
Dismissal has been recommended by Examiner Arnold C. 
Hansen in No. 20971, Gamble Robinson Co. vs. St. Louis-San 
Francisco, on a finding that the westbound rate of 43 cents on 
a carload of canned tomatoes, from Sampson, Mo., to Minneap- 
olis, Minn., routed via East St. Louis, Ill., and Dubuque, Ia., is not 
applicable as a basis for reparation. 


REPARATION ON SWEET POTATOES 


Attorney-Examiner John McChord, in No. 20771, South 
Georgia Traffic Bureau, Tifton, Ga., complainant, for C. H. 


Strangward, Sylvester, Ga., vs. A. B. & C. et al., has recom- 
mended an award of reparation of $63.69 on a finding that rates 
on sweet potatoes, carloads, from Tifton, Ga., to Miami, Fla., 
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“were overcharged and in part-undercharged and unreasonable 
to the extent that the factor of the proportional rate north of 
Jacksonville, Fla., exceeded 23.5 cents per 100 pounds, and the 
factor south of Jacksonville exceeded 35 cents per 100 pounds.” 


CROSS TIES FROM 6S. C. 


In No. 20453, Dodge County Lumber Co. vs. Seaboard Air 
Line, embracing also No. 21124, Williamson-Mummert Tie Co. ys, 
Same, Examiner Charles W. Berry has recommended that the 
Commission find rates assailed on shipments of cross ties, car. 
loads, from Hemingway, Henry, Nesmith, Morrisville and War. 
saw, S. C., to Charleston, S. C., for movement by water to inter. 
state destinations beyond applicable, but that they were, are, 
and for the future will be, unreasonable to the extent they ex. 
ceeded, exceed, or may exceed, 8 cents per 100 pounds; that the 
rates assailed from Carris, Taft, Blakely, Trio, Earle and Ap. 
drews, S. C., to Charleston, S. C., were applicable but were, are, 
and for the future will be, unreasonable to the extent they ex. 
ceeded, exceed, or may exceed, 7 cents per 100 pounds; and that 
the charges collected on shipments from Kirby and Jamestown, 
S. C., to Charleston, S. C., were inapplicable and unlawful to the. 
extent they exceeded charges that would have accrued at the 
rates published in Seaboard Air Line Tariff I. C. C. A-7070. He 
said reparation should be awarded. 


STORE AND OFFICE FIXTURES 


Dismissal has been recommended by Examiner Charles W. 
Berry in No. 18983, National Show Case Co. vs. Seaboard Air 
Line et al., embracing also a sub number, Same vs. Same, on a 
finding that assailed rates on store and office fixtures, carloads, 
from Columbus, Ga., to Miami and Jacksonville, Fla., were not 
and are not unreasonable; that the rate from Columbus, Ga., to 
Miami, Fla., was unduly prejudicial prior to February 8, 1927: 
that the rate from Columbus to Jacksonville was unduly -preju- 
dicial prior to January 15, 1928, and that the rates from Colum. 
bus to Miami and Jacksonville were not subsequent to those 
dates and are not now unduly prejudicial. He said reparation 
should be denied. The eximaner said that establishment Janu- 
ary 15, 1928, of the joint class rates prescribed in the Southern 
Class Rate Investigation eliminated all undue prejudice that had 
previously existed. He said damages from the prejudice had not 
been proven with the degree of certainty necessary to support 
an award of reperation under section 3 of the interstate com- 
merce act. Complainant stated, according to the report, that 
establishment February 8, 1927, of a rate of $1.59 from Colum- 
bus to Miami removed all cause of complaint so far as that desti- 
nation was concerned. 


RATES ON WAXED PAPER 


The essential point involved in the complaint in docket 
21271, Menasha Printing and Carton Company against the A. C. 
& Y. and others, as explained at the hearing at Chicago before 
Examiner Disque November 7, was the tariff situation which 
results in rates, on mixed shipments of pulp board boxes and 
waxed paper, on a movement from Menasha, Wis., to C. F. A. 
destinations, in excess of the rates charged on straight carload 
shipments of waxed paper. The complaint charges unreason- 
ableness of the rates and preference of competitors in C. F. A. 
territory. 

J. R. Hafstrom, traffic manager for the complainant, ex- 
plained that, under the existing tariffs, wax paper took a higher 
basis than the pulp board boxes and that the general rule was 
that mixtures paid the rate applicable to the highest rated 
article. However, there were through rates in effect applicable 
on waxed paper, which did not provide for mixing with pulp 
board boxes, though other articles were provided for. No such 
situation existed in C. F. A. territory, according to him. 

The situation was brought about, according to the testimony, 
as a result of the fact that the Commission had prescribed, as 
the general basis, combinations on Milwaukee from the origin 
territory to Central Freight Association territory. Under that 
adjustment, fifth class rates applied up to Milwaukee and the 
Cc. F. A. sixth class rates beyond, the Chicago rate being ex- 
tended up to Milwaukee. Certain through rates that were in 
effect prior to the establishment of that basis, however, had 
been left in, a few cents less than the combination rates. In 
the event the shipments of the two articles were made, the 
through rates could not be used, but the higher combination 
rates applied. 

J. E. Flanzberg, commerce assistant, C. & N. W., represent- 
ing the carriers, contended that the Commission had prescribed 
the combination basis for general application and that there 
was no justification for the through rates. To the extent that 
the complainant could avail itself of the through rates, it was 
defeating the rates that the Commission had found reasonable, 
he said. In the event of a mixture of the sort sought by the 
complainant, the rates charged were not in excess of the com- 
bination prescribed, he pointed out. The fact that the through 
rates were lower than the combination was explained as having 
been brought about as a result of the differing percentage in- 
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November 10, 1928 


creases and decreases that had occurred in the two territories 
since their establishment. 

James F. Daugherty, traffic manager, Michigan Paper Mills, 
intervener, said the complainant was entitled to rates on the 
mixed shipments on the basis of reasonable rates on waxed 
paper, Which, he held, was the combination on Milwaukee. He 
called attention to the fact that Michigan producers could not 
ship into Western Trunk Line territory on any other basis, and 
that, as the Michigan shipper was required to pay the full sixth 
class rate to Milwaukee, whereas the complainant had the ad- 
vantage of the Chicago rates for the C. F. A. portions of the 
haul on its traffic, the C. F. A. shippers actually paid more, mile 
for mile, than the W. T. L. shippers. 

R. Tuttle, traffic manager of the American Box Board Com- 
pany, Grand Rapids, Mich., also intervened. He adopted the 
testimony of Mr. Daugherty. “We are opposed to any basis 
into Michigan and Central Freight Association territory lower 
than applies in the opposite direction,” he declared. 


RATES ON LUMBER 


Hearing in docket 21235, Oshkosh Traffic Association and 
others against the Great Northern and others, was held at Chi- 
cago before Examiner Disque November 5 and 6. The case 
involves rates on lumber from points in Oregon, Washington, 
Idaho and Montana to Oshkosh and Fond du Lac, Wis. The 
complaint alleges unreasonableness of the rates and preference 
of various other points. 

As explained at the hearing, the rate applicable to Oshkosh 
and Fond du Lac from the so-called coast group is 72 cents, as 
against a rate of 68 cents applying on traffic to Clinton, Du- 
buque and Muscatine, Ia.; 70 cents to Wausaw, Wis., and 62.5 
cents to Minneapolis. The 72-cent rate also applies at Chicago, 
for a distance of 165 miles in excess of that to the complainant 
points, from the origin territory. Rates from the other groups 
in the origin territory are differentially related. The complain- 
ant’s distance was said to be approximately 275 miles greater 
than that of competitors located at Minneapolis and approxi- 
mately the same as that of the manufacturers located at the 
Mississippi River cities in Iowa. 

Traffic testimony for the complainants was introduced by 
E. J. Balda, traffic manager of the title complainant. The fol- 
lowing commercial witnesses also appeared: P. A. Richardson, 
Foster Lothman Mills; H. N. Hurt, the R. McMillen Company; 
E. W. Paine, Paine Lumber Company, Ltd., and H. Kimberly, 
Morgan Company, sash and door manufacturers, located at 
Oshkosh. 

As explained by Mr. Balda, the rate to the Mississippi River 
cities, the principal competitors of the complainant companies 
in selling in territory east of Chicago, was reduced from 72 
cents to 68 cents in 1926 and the rates from those points to 
Cc. F. A. territory were reduced in 1927. The outbound rates 
from the Mississippi River cities to the east, according to 
him, are on a substantial parity with those applicable from 
Oshkosh and Fond du Lac, resulting in a disability to the com- 
plainants in distributing their product to the extent of the dif- 
ference between the inbound rates of 68 cents and the 72 cents. 
He asked that the 68-cent rate be made applicable to the traffic 
to the points represented by him. 

The commercial witnesses testified that their various com- 
panies received the greater part of their lumber from the so- 
called north coast origin territory and detailed the facts with 
respect to their competition. They variously estimated their 
annual losses resulting from the inequality of the freight rates, 
as between those applicable on the shipments to Oshkosh and 
Fond du Lac and those applicable on shipments of their com- 
petitors at the Mississippi River cities, as from $20,000 to $40,000. 
It was said that approximately a third of the lumber purchased 
was lost in the process of manufacture and suggested that unless 
the rate situation was changed it might become necessary to 
move the mills nearer the source of supply. . 

In general, the defense of the carriers was that the rate 
complained of was a depressed rate; that it was a part of a 
group adjustment, both as to origin and destination, and could 
not be changed without necessitating a revision of the entire 
adjustment. The destination group in which the complainants 
were located was approximately 250 miles wide and about 700 
miles long from north to south, it was said, and the rates from 
the north coast territory were equalized with those from Cali- 
fornia origin territory. It was generally understood, they in- 
sisted, that in the adjustment of transcontinental rates it was 
impossible to make the rates correspond closely to differences 
in distances in all instances. The adjustment as a whole should 
be taken into consideration in arriving at the justice of an 
individual rate, they said. The complainants were more distant 
from the California origin territory than their competitors on the 
Mississippi River, it was pointed out, and when that was con- 
sidered they were not entitled to any lower rates than were 
in effect, it was held. The history of the rates involved was 
presented in detail, and many comparisons were made between 
rates applicable from other sections, such as from Louisiana to 
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the same destination territory, and on other commodities, in 
support of the reasonableness of the rates under attack. Among 
other things, the carrier witnesses held that in docket 17558, 
brought by Farley and Loetscher Manufacturing Company and 
others, as a result of which the rates from the Mississippi River 
cities had been reduced to C. F. A. territory, the adjustment 
from there had been related to that applicable from the plants 
of the complainants in this case, and that, in view of that, it 
would not be proper to require reductions in this case because 
of what was done in the prior case. The carrier witnesses 
insisted that a reduction in the rates to Oshkosh and Fond du 
Lac would require the same reductions to Chicago and prac- 
tically all, if not all, of the extensive group of which they were 
a part, as well as numerous other changes. 

The following carrier witnesses appeared: R. A. Smith, 
assistant general freight agent, Northern Pacific; Charles Frank- 
enberger, Union Pacific; A. F. Cleveland, assistant freight traffic 
manager, C. & N. W.; W. D. O’Brien, assistant general freight 
agent, Great Northern; E. W. Soergel, assistant to freight 
traffic manager, C. M. St. P. & P.; Glen Vivian, statistician, 
C. M. St. P. & P., and E. F. Rice, assistant general freight agent, 
Soo Line. 

F. C. Mayer, appearing for Wausaw interests, asked that the 
present relationships be maintained. 


SOUTHERN FOURTH SECTION 


The Traffic World Washington Bureau 


A considerable revival of questions in connection with 
fourth section violations in North Carolina by reason of rival 
routes from central territory through Virginia cities on the 
one hand and Asheville and other southern gateways on the 
other, was shown in a hearing held November 8 by Assistant 
Director Pitt, of ‘the bureau of traffic, on fourth section appli- 
cation No. 13470. In that application the carriers ask for the 
continuance of relief, permanently, carried in fourth section 
order No. 9700. By that order the Commission gave temporary 
fourth section relief on the rates resulting from its decision in 
No. 13494, Southern Class Rate Investigation. 

The hearing was to enable the North Carolina commission 
and southern shippers to put in testimony in opposition to the 
grant of permanent relief and to enable the carriers to present 
testimony in justification for the relief they asked in respect of 
rates from ‘trunk line and New England territories. The car- 
riers asked relief not only as to the class rates but also as to 
commodity rates made in relation to class rates. 

North Carolina interests put forward their objections in 
testimony given by W. G. Wamble, the rate man for the North 
Carolina commission, and his assistants, H. V. Borges and N. 
B. Correll, and W. 8S. Creighton, of Charlotte, speaking for 
Charlotte and other North Carolina communities. 

Broadly speaking, the North Carolinians asked that the relief 
granted be limited by the use of the equi-distant rule. Accord- 
ing to Mr. Wamble and Mr. Creighton, the relief requested by 
the carriers, if granted, would amount to a nullification of the 
fourth section. They construed the application of the carriers 
and the testimony given by them at Atlanta, Ga., as a fight for 
practically unlimited relief. The North Carolinians, particu- 
larly Mr. Wamble, said that grant of such relief would result in 
wasteful transportation and make it impossible for shippers 
ever to test the earnings of the carriers and without such test- 
ing, Mr. Wamble said, it would be impossible for shippers ever 
to know definitely the facts which would call for a reduction 
in rates. 

In answer to questions by Henry Thurtell and other rep- 
resentatives of the carriers, Mr. Wamble denied that North 
Carolina was asking that the rates prescribed in No. 13494 be 
limited to application over the direct routes, from Ohio River 
crossings through the Virginia cities. Mr. Borges was relieved from 
the necessity of answering a question by H. J. Wagner, of Nor- 
folk, Va., who wanted to know whether the North Carolina plan 
would not result in the closing of the Norfolk Southern routes 
into Raleigh, N. C. Mr. Pitt relieved him from the duty of 
answering because Mr. Wagner phrased his question so as to 
involve the policy of the North Carolina commission, as to which 
Mr. Borges said he was not qualified to testify. 

Mr. Wamble contended that the Commission’s decision in 
No. 13494 did not contemplate any such relief as was being 
sought and that the law did not authorize such relief. He said 
that grant of the relief in accordance with the request would 
create new departures and result in more violations than existed 
prior to the decision in the Southern Class Rate Investigation. 

J. T. Slatter, traffic manager of the Lynchburg, Va., Chamber 
of Commerce, brought forward fourth section departures at 
Lynchburg caused by the differences in ratings in southern and 
official classification about which the Lynchburg organization 
has filed complaints. 

Mr. Creighton put into the record hundreds of illustrations as 
to the effect of the relief sought and an equal number of com- 
parisons to show how the equi-distant rule would work out over 
the rival routes; that is the direct ones through the Virginia 
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cities and the ones through the gateways into Carolina territory 
used by the indirect line of the Southern from Ohio River cross- 
ings. He said he had been engaged on the problem since June 
18, 1910, when Congress amended the fourth section so as to 
force carriers to ask for “temporary” relief to enable them 
to keep in effect the rates then operative until the Commission 
could get around to making a decision as to how much relief 
they should have upon a permanent basis. 

E. L. Beach, in behalf of northern lines, presented T. M. 
Garte as the witness with facts purporting to show why there 
should be relief. Mr. Garte presented great volumes of exhibits 
in behalf of relief for the carriers having routes from lower 
rated groups, in the north and east, through higher rated groups 
farther west over which the carriers desire to carry traffic in 
competition with the routes near the ocean, rates over which 
have been made to reflect water competition. 


GROUND COAL RATINGS 


Hearing in docket 20892, American Radiator Company and 
others against the New York Central and others, was held at 
Chicago, before Examiner Disque, November 2 and 3. The 
complaint attacks as unreasonable the existing ratings on ground 
coal in Official and W. T. L. territories. The basis generally 
applicable in Official territory is sixth class and, in Western 
Trunk Line territory class D. Complainants ask 65 per 
cent of sixth class in the former and 17% per cent of first in 
the latter. Although the complaint requests reparation, counsel 
said that he did not wish to press that; that he was primarily 
interested in obtaining a “reasonable” basis for the future. 

The complainant witnesses were O. E. J. Abrahamson, 
manager of the chemical department of the complainant, and 
T. J. McLaughlin, assistant traffic manager. They presented 
testimony intended to show that the commodity was a low- 
grade raw material, and was desirable from a transportation 
standpoint. According to them, it has a value of between 8 
and 9 dollars a ton, requires no. special equipment, produces 
almost no damage claims and is not hazardous, as it is some- 
times considered. Two claims had been filed by the complain- 
ant company for a total of slightly in excess of $37.00 in the 
last seven years, on shipments which had paid a total of ap- 
proximately $150,000 in transportation charges, according to the 
testimony. Comparisons were made between the earnings ac- 
cruing to the carriers under the rates applicable to the ground 
coal with a great many other commodities said to have similar 
transportation characteristics, and with a long list of sixth 
class commodities moving at rates less than sixth class. It 
was said that a proper minimum weight for application in con- 
nection with it would be 50,000 pounds, as against the present 
minimum of 36,000 pounds in Official territory and 40,000 in 
western territory. Some testimony was presented with refer- 
ence to the past carrier practice of describing the ground coal 
as “foundry facings;” but it was said that the description had 
been cleared up in the last six months and that there was 
no longer any controversy in that connection, although some 
of the shipments to which the claim for reparation was ap- 
plicable had been so billed. 

The carrier witnesses took the position that the commodity 
was a manufactured article and said that it required “tight” 
box carg, and that it was, to some extent, hazardous, and had 
a value above that of most of the low-grade commodities with 
which it was compared. Cases were cited in which the Com- 
mission had approved sixth class for application to it. Accord- 
ing to them, the value of the ground coal was between 10 and 
12 dollars a ton and it produced car-mile earnings, as presented 
in one typical exhibit, of 24 cents, as against 32.9: cents on a 
list of other comparable low-grade commodities. Attention was 
called to the fact that the cars had to be washed following use 
for shipping the commodity, which, it was said, not only involved 
the expense of the actual labor, but included taking the cars 
out of the regular service and switching them to a cleaning 
plant. A monthly washing, it was said, increased the rate of 
deterioration of the cars fifty per cent. ‘ 

The following carrier witnesses appeared: J. T. Smith, dis- 
trict manager, freight inspection bureau, Trunk Line Association; 
C. P. Beistle, chief chemist, Bureau of Explosives; M. S. O’Con- 
nor, assistant general freight agent, New York Central, and 
G. C. Beck, assistant general freight agent, Lehigh Valley. 


RATES ON BENZOL 


The practice of the carriers in charging higher rates on 
benzol, on shipments from Youngstown and Cleveland, O., to 
Gulf ports, for export, than apply on petroleum and petroleum 
products, occasioned the complaint in docket 21184, William 
Cooper and Nephews, Inc., against the B. & O. and others, 
according to the testimony at the hearing at Chicago before 
Examiner Disque, November 8. 

According to S. E. Slania, who introduced the rate testimony 
for the complainant, fifth class export rates of 36 cents and 
38% cents were charged from Youngstown and Cleveland, re- 
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spectively, on shipments to Goodhope, La. The contemporaneous 
rate on petroleum and its products from Youngstown wag 39 
cents, and from Cleveland, 34 cents, he said. Reparation wags 
asked to ‘that basis, and those rates were sought for the future. 
Mr. Slania said benzol took the same rates as petroleum anq 
its products, generally, throughout C. F. A. and W. T. L. terzi. 
tories; that, in fact, Youngstown and Cleveland were the only 
two important points of production in the territory where that 
was not the case. The two commodities had the same classi. 
fication rating, and the transportation characteristics of benzo] 
and gasoline were almost identical. 

Facts as to the production of benzol, the competition the 
complainant had to meet, and other matters were introduced 
by T. E. McElroy, vice-president and general manager, of the 
complainant. He explained that the commodity was a by-product 
of the coke ovens at such points as Pittsburgh, Chicago, Youngs. 
town, and other steel producing centers, and that it was used 
as a motor fuel and solvent, in competition with gasoline. Be- 
cause of the rate situation, he said, his company had not made 
any shipment for export from Youngstown in the last year. 
The bulk of such shipments had been from Chicago and Indi- 
ana Harbor, he said, from which points the benzol took the 
petroleum rates. The benzol price was based on the gasoline 
price, ordinarily being about two cents over it, he explained. 
The weight of. benzol, according to his figures, was 7.32 pounds 
a gallon, as against a weight of 6.6 pounds to the gallon for 
gasoline. The result of that was that a tank car of behzol 
would pay approximately 10 per cent more in freight charges 
than gasoline, at the same rate, and, under the difference of 
rates existing from Youngstown, approximately 22 per cent more. 
“We are in competition with shippers who have benzol rates 
on the petroleum basis,” he said. 

R. G. Parker, traffic representative, Corrigon-McKinney 
Steel Company, said his company was a producer of benzol at 
Cleveland and sold to the complainant. He held that his com- 
pany was discriminated against by the freight rate situation. 

The position of the C. F. A. carriers, as presented by I. L. 
Artes, chief of the commerce department, Central Freight Asso- 
ciation, was that the rates, as charged, were unreasonably low 
and that the domestic rates would not be unreasonable for 
application to the traffic. The entire situation with reference 
to export rates to the Gulf was before the Commission in fourth 
section application 2040 and others, he said. The position of 
the lines he represented in that proceeding, he said, was that 
rates that are reasonable for domestic traffic are reasonable for 
export traffic. Generally speaking, there were no through rates 
on export traffic from Central Freight Association territory to 
the Gulf prior to 1919, he said. They had been put in in the 
period of federal control against the wishes of the C. F. A. lines, 
he said. Illustrating the low nature of the rates under attack, 
he said the present rates on benzol to such points as New 
York and other Atlantic seaboard cities were about the same 
as those to the Gulf, for approximately half the distance. The 
car-mile earnings on actual shipments to the Gulf, according to 
an exhibit introduced, were, for the most part, less than 15 
cents. Ton-mile earnings ranged from 4.6 mills to 6.4 mills. 
“That shows the extremely low earnings produced,” he said. 
He held that benzol was. not a petroleum product and that it 
was not entitled to.rates as such. 


SUSPENDED TARIFFS 


In I. and S. No. 3191, the Commission has suspended from 
November 5, until June 5, schedules as published in supplement 
No. 12 to Chesapeake & Ohio I. C. C. No. 10434, and supplement 
No. 21 to Glenn’s I. C. C. No. A622. The suspended schedules 
propose to increase the handling charge on lumber (other than 
pine), carloads, at Norfolk, Pinners Point, Portsmouth and New- 
port News, Va., from one cent to two and one-half cents per 100 
pounds, and to establish a specific handling charge on pine lum- 
ber, carloads, at the same ports of two and one-half cents per 
100 pounds. : 


CHANGES IN DOCKET 


Hearing in docket 21174, Beidster Marble Company and 
others against the A. A. and others, set for November 9, at 
Chicago, before Examiner Disque, was canceled. 

Hearing in No. 21270, Roach Creek Coal Mines, Inc., et al. 
vs. A. A. R. R. et al., assigned for November 9, at Washington, 
D. C., before Examiner Weems, was canceled and reassigned 
for November 19, at Washington, D. C., before Examiner Weems. 


WAGE STATISTICS 


_ Total compensation paid Class I railroad employes in August 
amounted to $250,875,730, a decrease of $6,386,631, or 2.48 per 
cent, as compared with the returns for August, 1927, according 
to the monthly statement on wage statistics prepared by the 
bureau of statistics of the Commission from carrier reports. 
The number of employes reported by Class I railroads as of 
the middle of August was 1,730,771, a decrease of 65,423, or 
3.64 per cent, as compared with the returns for August, 1927. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of New Jersey, Mercer County.) Under P. L. 
1911, p. 376, sec..16 (c), empowering Board of Public Utility 
Commissioners to declare existing rate unjust, unreasonable, or 
discriminatory, and to fix just and reasonable rates, board does 
not have power to award reparation.—National Radiator Co. vs. 
Pennsylvania R. Co., 143 Atl. Rep. 85. 

In action by shipper to recover difference between existing 
rate paid and lower rate established by tariffs, where facts 
showed that carrier charged plaintiff higher rate for similar 
service than charged other shippers, rebate to other shippers 
resulted in giving of undue preference, and was unjust dis- 
crimination against plaintiff, in violation of law, entitling plain- 
tiff to recover excess charges.—lIbid. 

Passage of rate regulation statute prohibiting preferences, 
which furnished no remedy to shippers for discrimination in 
rates, does not take away shippers’ common-law right of action 
for damages for such discrimination.—Ibid. 

Doctrine of common law, as well as provisions of P. L. 1911, 
p. 380, sec. 18 (a)-(d), against undue preferences by carrier, are 
for benefit of shipper; law requiring equality between shippers. 
—Ibid. 

In action by shipper against carrier unjustly discriminating 
in rates, in violation of P. L. 1911, p. 380, sec. 18 (c), measure 
of damages is difference between charges exacted of shipper 
and charges accepted from favored shippers.—Ibid. 

Where shipper was unaware that carrier was giving lower 
rates by drawback to other shippers, and had right to assume 
that carrier would charge all shippers in accordance with filed 
rates, and obtained knowledge thereof after date when last ship- 
ment involved in suit was made, shipper did not: make payment 
with full knowledge of all facts, and hence was not precluded 
from recovering damages because payment was voluntary.—Ibid. 

In action against carrier for discriminating in rates between 
shippers, shipper discriminated against,- even though having 
knowledge of refunds to other shippers, would not be barred 
from recovery, where shipper made protest. by demanding 
equality, on learning facts.—Ibid. a. 

(Supreme Judicial Court of Massachusetts, Suffolk.) G. L., 
c. 159, secs. 12, 14, 17, conferring powers wpon Department of 
Public Utilities to supervise and regulate all:common carriers 
and inquire into rates, etc., held to supersede all common law.— 
Gurney Heater Mfg. Co. vs. New York, N. H. & H. R. Co., 162 
N. E. Rep. 897. 

Exclusive remedy of shipper to recover overcharges on ship- 
ments of merchandise is by resort to Public Utilities Commis- 
sion under G. L., c. 159, secs. 1, 12, 14, 17, 39, 40.—Ibid. 

(Supreme Court of Washington.) That railroad furnished 
shipper with cars on which logs, some of which were brought 
from Canada over shipper’s private tracks, was immaterial on 
question of proper charges for intrastate shipment and jurisdic- 
tion of department of public works to determine same.—State 
ex rel. Chicago, M. & St. P. Ry. Co. et al. vs. Department of 
Public Works et al., 270 Pac. Dep. 300. . 

That logs cut in Canada and brought into state by shipper 
were subject to tariff laws was immaterial on question of charges 
for intrastate transportation and jurisdiction of department of 
public works to determine same.—lIbid. 

Under interstate commerce act, sec. 1, subd. 2 (a), as 
emended by transportation act 1920, 49 USCA, sec. 1 (2) (a), 
department of public works had jurisdiction to determine proper 
charge for intrastate transportation of logs, some of which. were 
brought from Canada to shipping point by shipper on its private 
tracks, and most of which, on arrival at destination, were taken 
by boat to shipper’s sawmill in Canada.—Ibid. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, * mar se by West es So St. Paul, Minn. 
opyright, 1928, by West Publishing Co.) 





(District Court, E. D., Michigan, S. D.) Where barge with 
cargo of grain arrived at port of destination, and was moored 
at dock of elevator in care of which it. was to he delivered, but 
after part of cargo was unloaded elevator burned, and barge 
necessarily was moved, and fire which had spread thereto was 
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extinguished before it substantially injured the cargo, and there- 
after, as soon as a substitute place of delivery had been fur- 
nished by the grain owners, the barge owner resumed and com- 
pleted the delivery, held, that the barge owner, though previous 
to such last movement it had formally abandoned the barge to 
the underwriters carrying the insurance thereon, and before 
its abandonment made sufficient delivery of the entire cargo, 
and thereby earned right to payment of all the freight.—Jenkins 
S. S. Co. vs. Cargo of Barley, 28 Fed. Rep. (2d) 135. 

Libel for freight, under contract of barge to transport cargo 
of wheat to certain port and there deliver it in care of certain 
elevator, was not filed prematurely, because prior to actual un- 
loading; this not being necessary to proper delivery.—Ibid. 

Mere fact that libel is prematurely filed is not fatal to en- 
forcement thereof, provided libelant becomes otherwise entitled 
thereto before hearing thereon. 

Though, on the day following fire communicated to a barge 
loaded with grain, her owner formally abandoned her to the 
underwriters, carrying insurance thereon, yet, the owner having 
immediately, on being informed of the fire, instructed her master 
to remain on her, subject to its orders, and prevent any loss 
of possession without payment of freight, and he having re- 
mained in charge, in owner’s employment, and in actual physical 
possession and control of barge and cargo on board till after 
filing of libel to enforce maritime lien for freight, barge owner 
had not lost possession of cargo at time of such filing.—Ibid. 

Though unqualified unconditional delivery of cargo may 
constitute waiver of right to maritime lien thereon, for unpaid 
freight, yet act of unloading, if accompanied by circumstances 
indicating intention to preserve lien, does not constitute such 
waiver.—Ibid. 


Barge owner was not estopped to claim lien for freight on 
grain in barge against buyers of the grain from the under- 
writers, carrying insurance thereon, because the barge’s master 
failed to inform representatives of the buyers, who boarded the 
barge to examine the grain with a view to buying it, that the 
freight was unpaid and that lien was claimed therefor; absence 
of any reliance or belief that claims for freight would not be 
made being, at least, strongly suggested by their agreement 
to take delivery in the barge, and by provision in bill of sale 
that cargo was sold to them “as is and where is,” and that all 
expenses in connection with unloading and taking possession 
of cargo should be borne by them, and no basis appearing for 
claim that there was any duty to volunteer information which 
was not asked, and which there was no fiduciary obligation to 
disclose.—Ibid. 


(District Court, S. D., New York.) In action, by owner of 
vessel chartered, to recover demurrage charges accruing at place 
of loading sugar delivered to defendant, holding bills of lading, 
proof of extent of time lost as result of shortage of stevedores, 
to be furnished by vessel, rests on defendant, and libelant, to 
recover for loss of time occasioned by charterers, was not re- 
quired to show that it was in no way responsible for part of 
delay.—United States vs. American Sugar Refining Co., 28 Fed. 
Rep. (2d) 140. 

Asserted usages of sugar trade regarding practice of car- 
riers in notifying consignees of accrual of demurrage at foreign 
loading ports, prior to arrival of delayed vessel at destination, 
cannot overcome contractual rights and obligations of parties, 
contracting for course of conduct differing from usages relied 
on to defeat claim for demurrage.—Ibid. 


Where notation on bill of lading was sufficient to put de- 
fendant on inquiry that it would be subject to demurrage liens, 
and furnish basis for calculating lien arising at port of loading, 
defendant, to whom cargo of sugar was delivered, was liable, 
under implied contract, for delay to ship taking place at port 
of loading through fault of charterer, though under -usage of 
sugar trade receiver of cargo is usually informed of accrual of 
demurrage charges prior to vessel’s arrival at destination.—Ibid. 

Where cargo of sugar was accepted by defendant in face 
of warnings by bills of lading of possibility of lien for demur- 
rage charges resulting from delay to ship at point of loading, 
it must be assumed-that, when ship released cargo, defendant 
agreed to pay amount on demurrage accruing by reason of delay 
to owners of vessel.—Ibid. 


Where delivery of several shipments at different loading 
points was single transaction, and inquiry as to possible lien for 
demurrage:on portions of cargo at one loading point would have 
revealed claim for demurrage accruing at another loading point, 
defendant, receiving cargo, was liable for demurrage arising 
at both loading ports.—Ibid. 

Laches of government, owning vessel used in shipping sugar 
cargo, im: asserting claim for demurrage charges arising from 
delay at port of lading, if available to defendant, purchasing 
bills of lading from original holder, who became bankrupt before 
demurrage charges were claimed, should not bar decree in favor 
of government, where defendant, if diligent in noting conditions 
under which it received cargo, would have discovered extent of 
liability, and could have sought protection from seller of bills 
of lading.—Ibid. 
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erminals 


ocate dt: Modern Equipment- 
Fast Service-LowRates 


Qi pee ea supervision and operation assures 
high efficiency and uniform service to vessels and 
cargo interests alike. Waterside storage eliminates one or 
two transfers. Large electric elevators provide for safe 
movement of merchandise. Direct transfer Ship- Rail 
(except in New York, where the terminal is located with- 
in “free lighterage limits”) provides for the handling of 
cargoes with utmost safety and dispatch. Fire-proof build- 
ings with modern equipment bespeak low insurance rates. 


An organization rendering efficient, economical service 
to great numbers. 


BOSTON TIDEWATER TERMINAL, INC. NORFOLK TIDEWATER TERMINALS, INC. 
J. M. Hoffman, V. P. & Gen’l Mgr. J. A. Moore, Manager 


666 Summer Street, Boston, Mass. Norfolk, Va. 


ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE CoO. 
G..W. Green, V. P. & Gen’l Mgr. W. S. Bishop, Gen’l Mgr. 


17 State Street, New York Seneca and Hamburg Sts., Buffalo, N. Y. 


PHILADELPHIA TIDEWATER TERMINAL MERCHANTS WAREHOUSE CO. 
G. M. Richardson, Gen’! Mgr. & Treas. Snowden Henry, Supt. 


10 Chestnut Street, Philadelphia 10 Chestnut St., Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Secretary and Treasurer 
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ORDER-NOTIFY RULE 16 NOTE 


In his capacity as arbitrator between the carriers and the 
shippers, R. V. Pitt, assistant director of the Commission’s 
bureau of traffic, has recommended the settlement of the contro- 
versy as to what sort of rule should govern shipments moving 
on straight bills of lading, endorsed to notify or advise another 
party and-or deliver only upon surrender of written order; or 
deliver only upon surrender of original bill of lading, by adding 
a new rule, No. 17, to the code of diversion and reconsignment 
rules. The carriers proposed to handle the matter by adding 
Note No. 6 to Rule 16. (See Traffic World, October 13, p. 822, 
and March 17, p. 664.) 

The proposed rule is communicated to those who partici- 
pated in a conference, October 11, under the chairmanship of 
Mr. Pitt, particularly addressed to E. Morris, chairman national 
diversion and reconsignment committee, of the railroads, and 
H. D. Rhodehouse, of the diversion and reconsignment committee 
of the National Industrial Traffic League, with copies to the 
other participants in the conference. In the course of his letter 
of transmittal, Mr. Pitt discusses the matter in its various 
phases, including the point that “advise” bills of lading were not 
legal on the ground that they were a device for handling ship- 
ments intended to be covered by “order-notify” bills. Mr. Pitt 
said it did not appear, however, in what particular the practice 
of issuing such bills was in contravention of law. 


In view of all the circumstances Mr. Pitt said that it was 
his view that the proposal of the carriers to establish the same 
charges on shipments on “advise” bills of lading handled under 
the conditions described by him in his letter as were applicable 
under Rule 16 on order-notify shipments in like circumstances 
was reasonable and proper and should be approved. The rule 
he recommended, he said, should read substantially as follows: 


Rule 17—Shipments on straight bills of lading held at destina- 
tion for surrender of bill of lading or written order: Except on cars 
consigned to or ordered for delivery on public delivery tracks, ship- 
ments covered by straight bills of lading showing consignment to 
one party with instructions therein to: 

(1) Notify or advise another party and deliver only upon sur- 
render of written order, or 


(2) Delivery only upon surrender of the original bill of lading; or 

(3) Consigned in any other manner which imposes upon the car- 
rier the obligation not to make delivery except upon surrender of 
original bill of lading or written order; placed on hold track and 
held only for surrender of bill of lading or written order, as the case: 
may be (without involving any change in or addition to original bill- 
ing instructions—See Rule 11), and necessitating subsequent move- 
ment of the car to place of delivery, will be subject to the following: 

(a) No charge will be made if bill of lading or written order, 
as the case may be, is surrendered to local freight agent or other 
authorized representative at destination direct by consignee or owner, 
or indemnity bond executed in lieu thereof or other satisfactory 
assurance given carrier (See Note 4) in time to permit instructions 
to move the car to be given the yard employes prior to the expiration 
of 24 hours after the first 7 a. m. after the day on which notice of 
arrival is sent, or given, to the consignee or party entitled to receive 
same (See Notes 1, 2 and 3). 


(b) A charge of * per car will be made if bill of lading or 
written order, as the case may be, is not surrendered to local freight 
agent or other authorized representative at destination direct by con- 
signee or owner, or indemnity bond executed in lieu thereof or other 
satisfactory assurance given carrier (See Note 4) in time to permit 
instructions to move the car to be given yard employes prior to the 
expiration of 24 hours after the first 7 a. m. after the day on which 
notice of arrival is sent, or given, to the consignee or party entitled 
to receive same. See Notes 1, 2 and 38). 

Note 1.—If bill of lading or written order, as the case may be, 
or ore bond or other satisfactory assurance in lieu of the orig- 
inal bill of lading or written order is not surrendered to local freight 
agent or other authorized representative at destinaton direct by con- 
signee or owner but is surrendered to agent at billing points or other 
authorized representative at other than destination, the following 
charges will be assessed: 

(a) If bill of lading or written order, as the case may be, or in- 
demnity bond, or other satisfactory assurance in lieu of the original 
bill of lading or order, is surrendered in time to permit instructions 
to be transmitted so as to reach yard employes at. destination be- 
tween the time of arrival of car at destination and the expiration of 
24 hours after the first 7 a. m. after the day on which notice of ar- 
rival is set or given to the consignee or party entitled to receive 
same, * per car. 

(b) If bill of lading or written order, as the case may be, or 
indemnity bond or other satisfactory assurance in lieu of the orig- 
inal bill of lading or written order is not received in time to permit 
instructions to be transmitted so as to reach yard employes at des- 
tination prior to the expiration of 24 hours after the first 7 a. m. 
after the day on which notice of arrival is sent or given to the con- 
signee or party entitled to receive same, * per car. 

Note 2.—When a single change in the name of consignor and/or 
consignee at destination and/or a single change in or a single addi- 
tion to the designation of place of delivery at destination is made 
after arrival at destination, and bill of lading or written order is 
surrendered at the time such order is given, the provisions of this 
rule will not apply except as provided in Note 1. Rules and charges 
provided in Rule 11 will apply. 

Note 3—In computing time, Sundays and legal ponents (national, 
state and municipal) will be excluded. (When a legal holiday falls 
on Sunday, the following Monday will be excluded.) 

Note 4—When the original bill of lading, or written order, to 
cover a shipment as described above is not available and a certifi- 
eate to that effect is executed by the consignee or claimant the 
shipment will be delivered upon an indemnity bond (either individual 
or blanket) or other satisfactory assurance in lieu of the bill of lading 
or written order; provided that where a bond is executed a condition 
of the same shall be that the bill of lading or written order will be 
obtained and surrendered immediately upon receipt of advice by the 
oat” gueentins. the same that the bill of lading or written order is 
available. 


In discussing the rule Mr. Pitt said: 
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Carriers who do not issue ‘‘advise” bills of lading may aqg 
note to that effect reading substantially as follows: a 

“The above rule applies only to shipments received from othe 
carriers for delivery by this company. Bills of lading of the king de. 
scribed will not be issued by this company.”’ 

It is appreciated that in making this recommendation we haye 
proposed a method of publishing the proposed charges not SUggestej 
or discussed by any of the parties and which perhaps may not have 
received their consideration. The proposed rule, therefore, is gy}. 
mitted merely as a suggestion and not as the final judgment of t, 
arbitrator upon the question. If it is not satisfactory parties may 
submit criticisms or propose a new rule to give effect to the finding 
made above and if it is desired to submit the matter further y, 
shall be glad to give it attention. ‘ 

It is further to be understood that the views expressed in thi; 
report are the personal views of the arbitrator and not to be under. 
stood as committing the Commission in any way. 


*Charge to be inserted should be the same as that on order 
notify shipments under rule 16. 


BILLING CASE FINE 


The Commission has been advised by the United States 
attorney for the northern district of Georgia that a plea of 
guilty to an indictment charging violations of the Elkins ag 
has been entered by the Atlantic Ste.! Cc. in the case of 
United States vs. Atlantic Steel Co. An indictment was returned 
by the grand jury October 5, 1927. The offense involved the 
defeat of the through interstate rate on steel shipme:its between 
Atlanta and St. Petersburg, Fla., by means of ti:> devize of 
billing the shipments to Jacksonville and there ta! ing out a 
new bill of lading and offering tie shipments ai ie intrastate 
from Jacksonville and St. Petersburg. A demu:.er filed by the 
defendant was argued on October 20, and overruled by Judge 
Sibley. Thereupon, the Commission is advised. the defendant 
entered the plea of guilty to the indictment and a fine of $2,000 
was imposed. (See Traffic World, Nov. 5, i927, p. 1040.) 


LUMBER SHIPMENTS 


With twenty fewer mills reporting for ta: week ended 
November 3, as compared with the preceding, week, lumber 
shipments showed a gai: of approximai.!y 5,: 9,000 feet, while, 
based on mill averages, production was s:2ady and orders de- 
clined slightly. Reports fren %69 leading sottwood and hard- 
wood mills to the Nationa! ' umber Manufacturers’ Association 
for the current period ga. * production es 399 090,000 feet; ship- 
ments, 410,011,000 feet, and new tusiness, 383,025,000 feet. 
The hardwood industry recorded gains both in production and 
shipments, while orders fell off about 10,000,000 feet from the 
preceding week. In the soft:vood brsnch, shipments increased, 
while sales were about steacy. Thivoughout the industry, how- 
ever, shipments were consiucrabiy ahead of production. The 
West Coast Lumbermen’s Association reported for 234 mills 
production as 203,770,920 feet, as compared with an avera’e 
weekly operating capacity for three years of 242,510,827 fevt, 
and an average weekly production this year of 194,481,851 feet. 
The Southern Pine Association for 184 mills reported produc- 
tion as 72,238,550 feet, which was 12,589,316 feet under the 
three-year average. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of eight softwood, and tv) hard- 


wood, regional associations, for the two weeks indiczie!; 000’s 

omitted: 
Pr-ceding 

Past Week Week, }:28 (Revised) 

Softwood Hardwood Softw. 4 Hardwood 

Mills (or units)*....... 538 396 F4y 403 

ares 343,893 55,197 354,017 54,534 

CO eres 345,518 64,493 342,822 62,276 

Orders (new bus.)...... 327,969 55,056 331,972 65,060 


*A unit is 35,060 feet of daily production capacity. 


OPERATING STATISTICS 


Operating statistics of Class I railroads, exclusive of switch- 
ing and terminal companies, compiled by the bureau of statistics 
of the Commission from carrier reports for August and the 
eight months ended with August show the following: 


Loaded car-miles—1,558,129,000 for August and 1,520,080,000 for 
August, 1927; 11,531,072,000 for the eight months ended with August 
and 11,515,652,000 for same period of 1927. 

Empty car-miles—919,519,000 for August and 894,328,000 for Aug- 
ust, 1927; 6,808,224,000 for eight months ended with August and 
6,770,947,000 for same period of 1927. 

Net ton-miles—42,406,000,000 for August and 41,984,000,000 for Aug- 
ust, 1927; 305,381,000,000 for eight months ended with August and 
314,357,000,000 for same period of 1927. 

Average number locomotives on line—30,010 for August and 30,841 
for August, 1927; 30,359 for eight months ended with August and 
31,103 for same period of 1927. 

Average number freight cars on line—2,490,255 for August and 
2,517,601 for August, 1927; 2,480,418 for eight months ended with 
August and 2,513,232 for same period of 1927. 

Per cent unserviceable total locomotives—16.2 for August and 
15.7 for August, 1927; 16.3 for eight months ended with August and 
16.5 for same period of 1927. 

Per cent unserviceable total cars on line 6.5 for August and 6.2 
for August, 1927; 6.2 for eight months ended with August and 5.9 for 
same period of 1927. 

Car-miles per car-day—32.1 for August and 30.9 for August, 1927; 
a eight months ended with August and 29.9 for same period 
Oo i 

Net tons per loaded car—27.2 for August and 27.6 for August, 
1927; 26.5 for eight months ended with August and 27.3 for same 
period of 1927. 
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notin! [i Forty-Fourth of a Series of Fifty-Two Articles on This Subject, Written for The Traffic World 
is e e 
Mt of th by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
es May 7 * . 
e finding University of Pennsylvania. 
er We 
be ng “he Southwestern Rate Adjustments—Part III the southwest generally. Arbitraries or differentials are added 
3 to the standard rates for use in connection with traffic moving 
Western Texas and Oklahoma Differentials—For many years, 7 
1 order ints in western and northwestern Texas, where the country na Ag Kansas-Missouri territory and Texas and Oklahoma 
is sparsely populated and the traffic density is relatively light, Defined Territories 
—— ig ode we ‘" id yp a ve Siig Joner Rates between the southwest and the defined territories 
common point scales of class an ommodity r " - 
d States vortation conditions in northwestern Oklahoma are very similar north and east of St. Louis are constructed in a special way 
Rng of to those obtaining in Texas differential territory. The Com-_ because of the strategic position of St. Louis as a primary gate- 
INS act mission found that the same differentials should be added in way to the southwest and because the direct lines of railroad 
Case of Oklahoma differential territory as those provided for applica- from St. Louis lead in a southwesterly direction, while the lines 
ea tion in western and northwestern Texas in order to prevent from the lower Mississippi River crossings lead in other direc- 
, ve the undue preference and prejudice between these territories. tions, making strict distance rates impracticable. The only way 
wien The boundary line separating Texas common point and dif- -~ Lees og wd — oo ee Pe 2 of 
. e A ferential territories has been described in the preceding article. thon - th e ee 4 oth re on iti 6 de ale erritor. _ 
rasmn Oklahoma differential territory is separated from the rest of aie ae Sgn thy «Menger Bee ny regen ee be J the 
ws om Oklahoma by the so-called “Rock Island line,” the line of the pe cat saitie . “ 4 ‘a . A .t . rs gig wom west. 
, Joe Rock Island Railway from Tyrone to Texhoma, Oklahoma. 8 condition accounted, in part, at least, lor the fexas com- 
fo — When rates to, from, or between the Texas differential ter- ™on point rate system. 
7 $9 in ritory or the Oklahoma differential territory for distances ex- Consideration was given to distance in the construction of 
ion ceeding 150 eee — a — basis, a — po tie a — territories ~ “eo gt — 
traries may be adde oO e group-to-group rates. In suc continuous distance scales were not practicable. e er- 
eases the’group arbitraries must represent fair averages of the ential system of rate construction used in the past has been 
point-to-point distance arbitraries that would apply if the rates continued, modified to eliminate inconsistencies and to coordi- 
—— were constructed on a point-to-point distance scale basis. —_ a ie with —— conyins fo. sal agi ay a i Aa 
ber : ; an ssour ver cities. gher erentials for equa s- 
while, Bridge Arbitraries tances are warranted north of Kansas City and east of Mem- 
ti The Commission, in the Memphis-southwestern case,2 and Phis and New Orleans than those applied east of St. Louis on 
Bas in the Mississippi River crossings case,’ allowed arbitraries to traffic to and from Official Classification territory, because the 
4 84 be added to through rates between the Mississippi River cross- Tate level is relatively higher in the section north of Kansas 
; 1D- ings and points in Arkansas, southern Missouri, western Louisi- City than in the territory east of St. Louis. 
. eet. ana, Texas and Oklahoma, to cover the expensive bridge and Group rates, rather than strictly distance rates, were ordered 
~ pe ferry services over the Mississippi River. Bridge or ferry sérv- by the Commission between the Missouri River cities, the gate- 
sand a ices are provided at Memphis, Natchez, Vicksburg, Angola, W4YS5, 4 the — poe ~~ points in the southwest, 
ee Baton Rouge, Harohan, and New Orleans, the principal southern ™more than one hundred and fifty miles from the river cities, 
= east-bank Mississippi River crossings. The Commission found, s4teways, and defined territories. Group rates were decided on 
astm in the consolidated southwestern cases, that arbitraries of four >y the Commission in the consolidated southwestern cases in 
lis cents a hundred pounds should be added to the first class rates the interests of simplicity of tariff publication and application, 
yee. between Memphis and the southwestern territory included in 4nd to avoid too radical a departure from the common point 
ree Texas and Oklahoma differential territories and in western Kan- ‘System of rate making. Representative first class, or column 
. nx sas-Missouri territory, and of six cents a hundred pounds be- 100, rates are shown in Table No. 2. Rates between the Mis- 
the, i eeeee, tia lowes costtank Micsleatagl River Gremeinge sak hone Soe ces Seeeert Sevinaey ues musstraien wa the aeuee 
‘ territories. = < 
The Commission found no evidence to warrant a change in Western distance scale shown in Table No. 1. 
hes the principle of bridge or ferry tolls to be added to the rates The southwest is divided into distance zones for the pur- 
00's between the Mississippi River crossings and the southwest in Pose of making group rates. Groups 1 to 25 are based on the 
8 general, that were approved in the cases cited above. It ex- distance from St. Louis. Groups 200 to 212 are based on 
pressed the conviction that the arbitraries applicable to articles distance from Memphis. Groups 300 to 311 are measured from 
ised) moving at class rates lower than first class or at commodity New Orleans. Groups 500 to 516 are based on the distance 
wood rates should bear the same relationship to the first class arbi- from Kansas City. Other groups are based on Vicksburg as 
PY traries as the rates on these articles bear to the first class the key gateway. 
2.276 rates.’ enna: Cited Classification and Exceptions to the Classification 
f ansas-Missouri 
‘ : In line with its long standing policy of encouraging and 
_ Rates in the southern and western portion of the Kansas- enforcing uniformity in classification practices throughout the 
Missouri territory are placed on the same basis as rates for the country, the Commission recommended that uniform class per- 
rest of the southwest, and the so-called southwestern scale, centages be used in constructing southwestern rates, including 
tch- discussed in the preceding article, governs. In the eastern and those for the Kansas-Missouri district. These percentages were 
the population more dense, somewhat lower rates are provided. mit the construction of a comprehensive class scale, the lower 
These rates are constructed on what is known as the “Kansas- ratings of which could be used for carload traffic. 
for Missouri scale.” : The Western Classification is continued as the classification 
ust _ Rates applicable on traffic moving between the Missouri governing interterritorial traffic. A nineteen rate base,scale is 
- River cities and St. Louis, on one hand, and the Kansas-Mis- provided for application within the Southwestern territory. 
ind souri territory, on the other, are constructed by providing a ach class rating, lower than the first class or group 100 rates, 
reasonable gradation, made by reducing the rates applicable hears the following percentage relationship to the Group 100 
s. to or from points in the southern and western section of the rates: 2, 85 per cent; 3, 70 per cent; 4, 65 per cent; 5, 60 per 
| territory and by increasing the rates to or from the northern cent; 6, 55 per cent; 7, 50 per cent; 8, 45 per cent; 9, 41 per 
41 and eastern portion of the district. cent; 10, 38 per cent; 11, 35 per cent; 12, 32% per cent; 13, 30 
nd The differences in the levels of the southwestern and Kan- per cent; 14, 27% per cent; 15, 25 per cent; 16, 22% per cent; 
sas-Missouri scales are shown for the first class, or column - . A : 
nd 17, 20 per cent; 18, 17% per cent; 19, 16 per cent. 
th 100, rates in Table No. 1. Both scales run out at 1,500 miles Existing rates were ordered by the Commission to be con- 
a and both break in gradation at 100, 240 and 800 miles. sidered to determine whether or not the traffic could not be 
1d Kansas-Missouri Interterritorial Rates moved at the ratings provided in this scale, so as to reduce 
materially the number of exceptions to the classification and 
2 Maximum first class, column 100, rates between Kansas- commodity rates.’ 
or Missouri territory and the southwest were ogee og by Mr Com- A number of commodities are specifically provided for by 
f mission to be constructed on the distance scale provided for general commodity percentage ratings. A few typical ratings 
SR 2123 IC. C, 203, Finding 21, pp. 394-395. 








2iinding 19; 123 I. C. C. 203, p. 391. 
44:3 1. C. C. 302, Finding 20, p. 393-394. 


6See 123 I. C. C. 203, Finding 22, pp. 396-397 and Appendix 19, p. 479. 
7123 I. C. C. 203, p. 399-400, Finding 24. 
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are: Agricultural implements, 41 per cent; bagging and ties, 
25 per cent; brick, enameled, 20 per cent; broom corn, 41 per 
cent; cotton fabrics, 70 per cent; fertilizer, 16 per cent; glass 
bottles, jars, etc., 38 per cent; iron and steel articles, 32% 
per cent; roofing materials, 25 per cent; soap, 35 per cent; 
sugar, 30 per cent; syrup and molasses, 30 per cent; vinegar, 
35 per cent; oil well supplies, general, 45 per cent; rig irons, 
38 per cent.. 

The carriers in the southwest have been authorized by the 
Commission generally to cancel all less-than-carload exceptions 
to the classification and commodity rates, and to replace these 
rates with class rates subject to Western Classification ratings." 

The relationships of classes governed by the Western Clas- 
sification use as the bases for maximum class and commodity 
rates are prescribed by the I. C. C. These are shown in the 


following table:° 
Percentages of 


Classes First Class or Col- 

Western Classification umn 100 Rates 

I ELS onc ne's ing anid @ dishare QOme4 6 dole 0 «Mae a ph eden OOM 100 

nis 1 of cn dnb a canines FW Ns Ae Ce OPW SRY erate Eps ie 85 

EE 5.5.5 64g" s"s aS pd aM Cb VSS o eld D CUES Use se Obes KaeeaS 70 

I ks, ocalainre biG aeicichide &#he dlgewed ake eekedelt dwie> 55 

ra lk Oeil qeg shuns aphehiouen bik wht kd ba buie nants 38 

Class A 

Class B 

Class C . 

Class D 

Class E 





Fourth Section Departures ; 


The most important instances of the departure from the 
long-and-short-haul clause of the interstate commerce act in 
the old southwestern rate structures were the rates to and from 
the Texas Gulf port groups, which often were lower than the 
rates to and from certain middle and northeastern groups in 
Texas and other groups of the southwest. These were found 
not justified by the Commission and ordered discontinued. Other 
violations of the long-and-short-haul clause resulted from basing 
rates on the St. Louis gateway, notwithstanding the movement 
of traffic via other gateways. 

Departures of the aggregate of intermediates clause of the 
fourth section of the interstate commerce act resulted from 
the maintenance of the common point blanket rates in Texas 
without proper provisions for the grading of these rates from 
the lower rates applicable to and from certain points in Lou- 
isiana and Arkansas. Many joint through rates were discovered 
by the Commission between eastern and southern defined ter- 
ritories and points in Arkansas and Louisiana, which were 
higher than existing combination rates via the lower Mississippi 
River crossings. 

The carriers have been permitted to file applications for 
fourth section relief after the establishment of the new rates 


Table No. 1 


THE SOUTHWESTERN _AND KANSAS-MISSOURI DISTANCE 
SCALES—FIRST CLASS, GROUP 100 


Rates in Cents Per One Hundred Pounds 


Distance 
5 miles and under 
iles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 
miles and over 


prescribed for the southwest. The burden of proof to justify 
any departures from the provisions of the act is, of course, 
placed on the carriers. In instances where applications for 
relief were filed within ninety days after the date of the service 
of the report of the I. C. C. in the consolidated southwestern 
cases, the Commission gave consideration to the entry of orders 
granting fourth section relief to aid in the establishment of the 
new rate structure applying on the traffic embraced in the ap- 
plications and to maintain these rates pending final action by 
the Commission on the applications. 

The Commission summed up its labor of Hercules in the 
consolidated seuthwestern cases in a noteworthy paragraph 
of its decision: 


#123 I. C. C. 208, Finding 26, pp, 401-402. 
ces 16, Consolidated Southwestern Cases, 123 I. C. C. 203, 
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We have found that, in order to correct the many unduly prej. 
udicial and preferential situations and to bring order out of 
present rate and tariff chaos, a comprehensive system of class ang 
commodity rates based largely on a distance must be establisheg, 
With that end in view we have prescribed maximum reasonabje 
rates or bases of rates, from, to, or tween the points or the terrj- 
tories here considered. But, inasmuch as these rates or bases of 
rates are prescribed as reasonable maximum rates, it follows that the 
defendants (the carriers) are free to establish lower rates, subject 
to the limitations herein expressed or implied. For t purpose we 
have provided that they may publish such additional rate-base scales 
as may be necessary or convenient. If rates are applied to some 
points lower than to others where the circumstances and conditions 
of transportation are similar undue prejudice and preference wij| 
result. We cannot in the compass of this report treat each indi. 
vidual situation. To the same extent that the desire of the de. 
fendants in the past to secure traffic from one another has been 
Page A responsible for the present unsatisfactory conditions, they 
will now have it in their power, through uniform adherence to the 
bases herein prescribed, to perpetuate an adjustment which wil] 
be free from undue prejudice and preference and from unjust dis- 
crimination against interstate commerce.” 


The Southwestern Cases and Others 


The findings of the Commission with respect to rates within 
Southwestern Territory and between Southwestern and other 


Table No. 2 





SOUTHWESTERN GROUP RATES—FIRST CLASS, COLUMN 100 
Rates in Cents Per One Hundred Pounds 






Be- Be- 
Between And tween And tween 
And Group New Group Kansas Group And 
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*Southwestern scale plus 4 cents. 
tSouthwestern scale plus 6 cents. 





territories are without prejudice to other major rate cases be- 
fore it. Class rates in Western Trunk Line territory, and rates 
between that territory and Eastern and Southern territories are 
now before the Commission in the Western Trunk Line class 
case." Similarly, rates within Official Classification territory 
are before it in the eastern class rate investigation.” Class 
rates within the south and between the south and other terri- 
tories are in the process of readjustment as a result of the 
orders of the Commission in the southern class rate investiga- 
tion. Commodity rate changes are imminent in these territories. 


Intrastate Rates 

The adjustment of intrastate rates within Southwestern 
territory was not undertaken by the Commission, but the task 
is left, for the present, to the appropriate state commissions 
and to the carriers. Their task is to harmonize the intrastate 
bases of rates with the rates prescribed by the Interstate Com- 
merce Commission so as to_remove undue prejudice and pref- 
erence. The Commission reserved the right, in case the read- 
justments were not made within a reasonable time, to reconsider 
such rates at a later time. 


10123 I. C. C. 203, p. 404-405. 
1I, C. C. Docket No. 17000, Part 2. 
®T, C. C. Docket No. 15879. 


COAL PRODUCTION AND SHIPMENT 


Total soft coal production the week ended October 27 was 
estimated at 11,249,000 net tons by the Bureau of Mines of the 
Department of Commerce. Compared with the output in the 
preceding week, this was an increase of 417,000 tons. Anthra- 
cite production was estimated at 1,959,000 net tons, a decrease 
of 35,000 tons compared with the output in the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended October 28 totaled 1,118,576 net tons, bringing 
the total for the season to October 28 to 29,770,851 tons, as 
compared with 30,702,710 tons for the same period of 1927, and 
25,796,510 tons for the same period of 1926. 

Anthracite shipped from Lake Erie ports the week ended 
October 28 totaled 45,218 net tons, bringing the total for the 
season to October 28 to 1,231,222 tons, as compared with 1,722,- 
285 tons for the same period of 1927, and 2,513,602 tons for the 
same period of 1926. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 27 totaled 386,719 net tons, of which 
261,598 tons were for New England delivery. At Charleston, 
S. C., 1,063 tons were dumped. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended October 20 were re- 
ported as follows: Bituminous, 2,601; anthracite, 5,080. 
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“THE HumMer’ is one of the 


great fleet of 61 named Pennsyl- 
vania freight trains that have set 
remarkable records for regularity 
and dependability of on time arrival. 


Purrs steadily along 
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to on time records... . 


T seems unjust to pick out one 

train from the Pennsylvania fleet 
of fast scheduled freight. trains and 
give it a name which is equally ap- 
plicable to all. Yet The Hummer has 
proved itself worthy of special honor 
by doing a complicated transporta- 
tion job with a nonchalant ease that 
suggests the rhythmic purr of a 
smooth-running motor. 


The Hummer’s main duty is to 
carry merchandise and steel products 
from the busy Pittsburgh industrial 
district to Indianapolis and St. Louis 
or points beyond, reached through 
these Gateways. 

In addition, this train handles cars 
of freight from Pitcairn Yard which 
arrive there on connecting trains 


from Wilkes-Barre, Elmira, Williams- 
port, Harrisburg and Altoona. Then 
at Columbus it picks up cars from 
Sharon, Youngstown and New Castle, 
en route to Indianapolis and St. Louis 
or points beyond. 

Manned by efficient train crews, 
it is guided along the route by hun- 
dreds of men who take proper pride in 
the fact that now practically all 
Pennsylvania freight trains run on 
regular schedule as against the com- 


‘paratively small percentage of a 


decade ago. 

The Hummer does its transportation 
job with neatness and dispatch which 
shippers now take for granted. Daily 
its splendid record of punctual arrival 
is made more impressive. 
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Here are three other Pennsyl- 
vania freight trains whose reg- 
ular on time arrivals have 
earned them distinctive names: 


{‘THE ORIOLE’”’ 
Perishable Freight 
(From Southern States) 
Washington to New York 


‘*THE BLUE GOOSE”’ 
Perishable Merchandise 
Seaboard Cities to Buffalo 


‘*THE THOROUGHBRED ’”’ 
Live Stock 
Indianapolis to Columbus 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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INTERCOASTAL DISPUTES SETTLED 


The Trafic World New York Bureau 


All disputes and differences among the members of the 
United States Intercoastal Conference were finally settled this 
week and that organization is in a healthier condition than it 
has been at any time within the last year. Not only are ship- 
pers assured of stabilized rates, but contracts are being arranged 
between the lines and shippers for 1929. 

Outstanding among the problems settled was that involving 
the dispute between the Williams and Munson-McCormick in- 
terests over the division of the pooling arrangement under which 
the B and C lines share in the excess earnings of the A lines. 
The former threatened to quit the conference on December 2 
unless the divisions were put on a revenue basis instead of the 
present tonnage basis, for which the latter company was the 
only one to hold out. The whole matter, by a unanimous vote 
of the member lines, was put in the hands of Robert C. Thackara, 
chairman of the organization, for arbitration and his decision 
will be binding. é 

The members also adopted a resolution nullifying a pre- 
vious resolution that if all differences within the conference 
were not settled by December 1, the organization would dissolve. 
All lines in the future, providing the occasion arises, agree to 
file a four-month notice of resignation. 

Chairman Thackara issued the following statement: 


All problems within the ranks of the members of the Intercoastal 
Conference were definitely settled and disposed of at a meeting 
today. There will be no resignations from the present membership, 
nor will the conference dissolve on December 1, as previously re- 
ported. Better relations exist now with the so-called non-conference 
lines, and there is every promise that the present arrangement will 
continue without interruption or dissatisfaction. The member lines, 
in discussing their differences of opinions, took a broadsided point 
of view, recognizing their obligations to the trade of maintaining 
a stablized rate structure. 


The disputes before the conference were settled largely by 
the unanimous consent of the lines to leave them to Chairman 
Thackara for arbitration. This includes all questions concern- 
ing division of pool funds and questions of future rate changes 
as they arise. It probably will be about thirty days before Mr. 
Thackara will be ready to make a decision on these issues. 

It is understood that there will be some minor adjustments 
to some of the existing rates on various commodities moving 
in the intercoastal trade. Some rates will be increased, while 
others will be lowered. 

The non-conference group, which includes the Argonaut, 
Calmar, Isthmian and Ford lines, have given the conference 
assurances that they will abide by that organization’s rates and 
regulations. 

Although the Panama Pacific Line’s resignation from the 
conference went into effect last week, it has notified the con- 
ference that it would observe its rules, rates and regulations. 
This places the Panama Pacific, a subsidiary of the Interna- 
tional Mercantile Marine Company, in the same position as the 
Argonaut, Calmar and Isthmian lines with respect to the con- 
ference. The latter three have steadfastly refused to join the 
organization and participate in the pool, but they observe its 
rates and thus aid in keeping the intercoastal trade stabilized. 

Mr. Williams’s statement follows: 


The Williams Line was invited to attend a meeting at Hot 
Springs, Ark., January, 1927, for the purpose of reorganizing the 
U. S. Intercoastal Conference. After considerable discussion an 
agreement was reached whereby lines maintaining greater speed 
and frequency of service would be known as A lines, and the bal- 
ance of the lines known as the B and C lines. A pooling agreement 
was reached whereby the A lines would first retain $4 per ton out 
of their revenues as a service premium and agree to credit the bal- 
ance to a pool along with the full earnings of the B and C lines, the 
total to be divided among the lines in accordance with the tonnage 
carried by them. 

The first twelve months’ operation of the pooling plan has shown 
an average of $10.81 per ton, giving the A lines an average of 
$14.81. This was about the amount anticipated. It shows increased 
revenue to the A lines of about $2.81 per ton and the increase to 
the B and C lines ranging from 43 cents to $6 per ton. In our 
case the increase was only 43 cents per ton with less average cargo 
per ship. At the Hot Springs meeting we showed that our earnings 
for the previous year averaged $10.38 per ton as against the other 
B and C lines running from $8.12 to below $5 

In the face of this we asked for a $2 allowance before dividing 
the B and C pool which was rejected; then asked that the B and 
C pool be divided on an earning basis. This was rejected. We then 
agreed to go ahead with six months’ trial period on the tonnage 
basis for the purpose of getting the conference going and stabilizing 
freight rates. Before the reorganized conference was in operation 
three months, it became necessary to extend the agreement in- 
definitely as a number of the member lines would not consider any 
new problems if the conference was to disband at the end of the first 
six months. 

The first quarterly statement of the member lines earnings proved 
the Williams Line’s average revenue was much greater than the 
balance of the B and C lines. However, this statement was not 
rendered until April 16, four and one-half months after the ending 
of the first quarter. In the meantime there seemed to be a con- 
siderable wrangling in the A group, who had agreed to divide their 
A service charge on a percentage of earnings basis. Because of this 
wrangling and some of the member lines objecting to the chairman 
giving out monthly statements showing each member line’s earnings, 
there was no further report made until September 8 covering the 
eight months’ period from December 1 to July 31 for the purpose of 
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showing the earnings of all lines to be used in discussions at the 
annual meeting at Virginia Beach. 

On the basis of the eight months’ period figures the Williams Ling 
earned $1,020,000 and received from the pool $120,000. 

Another B and C member, whose earnings amounted to $720,009 
received from the pool $242,000. ‘ 

Still another B and C member, whose earnings amounted to 
$270,000, received $135,000 from the pool, which shows the unfairnegg 
of the present method of dividing the B and C pool. The Williams 
Line has demanded that the pool be settled on an earnings basis, 
which is the only way any pool should be divided. It has waited go 
long a time and had so many discussions that there is no room 
for any further argument, and therefore the Williams Line has de. 
cided to step out of the conference on December 2, in accordance 
with resolution passed by the conference at Virginia Beach meeting 
held the first week in October, whereby any member line which js 
not fully satisfied was free to resign. 

We have recently had to contend with one of the A lines char. 
tering outside tonnage to move California canned goods when there 
were plenty of Conference line members with available space to 
take care of this business, particularly on account of the scarcity of 
lumber moving this time of year, one outside vessel lifting about 
14,000 tons. The A lines are now indirectly connected with pipe stor- 
age yards at Los Angeles Harbor, which offer special inducements 
to shippers over their lines, so taking it all in all the nonsense has 
simply become unbearable. 

The A lines at the recent Virginia Beach meeting sprung a sur- 
prise on the B and C lines by demanding a $5 service charge against 
the present $4, although the A lines’ revenue for the last twelve 
months amounted to $10,106,308.05 with 197 sailings, and the B and C 
lines, $6,654,764.54 with 205 sailings, which gave the A lines $3,451,543.61 
more revenue. 


OVERSEAS FREIGHT RATES 


The Trafic World New York Bureau 


Full cargo rates for overseas trade have maintained their 
strength in the last week and, in some instances, have ad- 
vanced to new high levels, despite some decrease in the de- 
mand for space. The reason for this is that only a compara- 
tively small number of vessels are available for U. S. trade 
this month. Many ships are being chartered for other world 
trade routes. Brokers are advising their clients that this 
scarcity will probably continue for the remainder of the year. 
Consequently there is every expectation that no decline in 
rates will occur, and that any change from current levels will 
be upward. 

The demand for heavy grain space has diminished slightly. 
Late fixtures are reported at 17 cents a hundred pounds from 
Montreal to Antwerp-Rotterdam and 23 cents to the Mediter- 
ranean, both showing an increase over the previous week. 
Shippers are offering 14 cents from Atlantic ports for Decem- 
ber loading to Antwerp-Rotterdam. Owners for the most part 
prefer to withhold their vessels at these figures. 

The coal market is quiet but strong, with inquiries for 
vessels from Hampton Roads to South America at $3.65 a ton. 
Some activity is noted in the sugar trade from Cuba to the 
United Kingdom, where rates nominally are quoted at 19s per 
ton. The Gulf lumber trade is stronger, with rates averaging 
$16.50 to $17 per 1,000 feet to Argentine ports. 

The current level of heavy grain rates is as follows: from 
Montreal for November loading 4s to 4s 3d to the United King- 
dom,. 1744 to 18 cents to Antwerp-Rotterdam, 1814 to 19 cents 
to Hamburg-Bremen, 23 cents to the Mediterranean; from At- 
lantic ports for November-December loading, 3s 9d to the United 
Kingdom, 15 cents to Antwerp-Rotterdam, 16 cents to Ham- 
burg-Bremen, and 18 to 18% cents to the Mediterranean; from 
the Gulf for December-January loading 4s to 4s 3d to the 
United Kingdom, 18 cents to Antwerp-Rotterdam, 19 cents to 
Hamburg-Bremen and 22 to 23 cents to the Mediterranean. 

Rearrangement of wharfage space at New Orleans by the 
Harrison Line and the Leyland Line, operating to United King- 
dom, which resulted in an offer to hardwood shippers to elim- 
inate a handling fee on lumber received in cars on certain 
wharves, has caused threats of a rate war. The elimination 
of the fee, however, may place the two lines in an advantageous 
position if a complaint made by the Association of Commerce 
to the Shipping Board is favorably received. 

The complaint of the association was to the effect that 
steamship agencies operating in the Gulf accepted shipments 
of hardwood lumber in cars on marginal tracks in other ports, 
but that in New Orleans an additional charge of 2 cents a hun- 
dred pounds for handling was imposed. It was averred that 
this created a situation favorable to competing Gulf ports and 
unfavorable to New Orleans. The request was made that the 
practice prevailing in other ports be ordered carried out in 
New Orleans so that uniform competitive conditions between 
ports would be established. 

Following the action of the association the Harrison and 
Leyland lines sent the following notice to hardwood shippers: 





Having accomplished a rearrangement of our wharfage space 
at this port we beg to advise you that we are prpeared to accept 
your shipments of lumber in the cars when delivered on the marginal 
tracks of our permanent wharves Nos. 1 and 2 of the cotton ware- 
house commencing November 1. By this means you will be -saved the 
present charge of 2 cents per 100 pounds for delivery on the wharf, 
whether on through or local bills of lading. 


The Cunard Line announces that on shipments to Mombasa 
and Kilindini cases should be port marked “Mombasa” irre- 
spective of to which port the cargo is destined. Through bills 
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of lading will be accepted on cargo for Kilindini but cases must 
show “Mombasa” as the port mark. 

Exporters of medical and pharmaceutical preparations have 
found the law in various Latin-American republics governing 
them to be so confusing and so different that they have re- 
cently sought the aid of the foreign trade bureau of the 
Merchants’ Association to elucidate their problems. 

The confusion, it appears, has arisen partly from the fact 
that a number of countries, including Mexico, Cuba, Uruguay 
and Bolivia, have issued new regulations affecting the import 
of drug preparations. 

In practically all of the Latin-American countries the prin- 
cipal requirement is that the quantitative formula of the prep- 
aration to be imported must be registered with and certified 
by the government before the preparation is offered for sale. 

A Bolivian law, which just has become effective, requires 
an analysis of the preparations by the Government Health Bu- 
reau before certificates may be issued. Two samples of each 
product must be forwarded for registration and analysis, to- 
gether with an application therefor. Similar regulations govern 
the importation of medicinal preparations, the bureau reports, 
in Argentina, Brazil, Ecuador, Guatemala, Peru, Paraguay, 
Salvador, Uruguay and Venezuela. In many of these countries 
it is necessary for the manufacturer to have local representatives 
register his products with the government bureaus. 

In Chile, Colombia, Cuba, Dominican Republic and Honduras 

the exporter must submit samples and formule to the govern- 
ment in order to have the product registered, although the 
government analysis is not required in all cases. 
Preparations going to Chile, Cuba, Ecuador, Guatemala, 
Honduras, Mexico, Panama and Uruguay must bear labels stating 
the ingredients. Some of these countries require publication 
of only the principal ingredients and others require the exact 
formule to be printed on the labels. 


SPLIT DELIVERY HEARING 


The Trafic World New York Bureau 


A large group of steamship men and shippers gathered at 
45 Broadway this week for the opening of the Shipping Board’s 


» hearings into the legality of the “split delivery” practice among 


the intercoastal lines. Harry 8S. Browne was the Shipping 
Board’s examiner. 

J. McAuliffe, representing the Argonaut and Isthmian lines, 
respondents in the case, was the first of thirteen witnesses. 
He testified in favor of the “split delivery” practice, submitting 
exhibits to show that it does not cost any more to split the 
cost of delivery of a carload shipment than to deliver it all 
to one port. 

R. H. Hupper, representing the steamship companies that 
are members of the United States Intercoastal Conference, cross- 
examined Mr. McAuliffe in an attempt to break down his testi- 
mony, revealing that the conference and non-conference lines 
take opposite sides on the issue.” , 


The “split delivery” case dates back to last year, when 
certain lines made carload rates from eastern ports to Pacific 
coast ports on a fixed minimum carload weight from one port 
to another applicable on the same minimum to be “split de- 
livered” at two or more ports without additional charges. This, 
it is charged, is an illegal and unfair practice. The first hear- 
es ey held by the Shipping Board in San Francisco on Octo- 

er 

The hearing was. on the complaint brought by the Associated 
Jobbers of Los Angeles against the intercoastal steamship 
lines, in which it is alleged that the split delivery system gives 
eastern manufacturers and jobbers an unfair advantage over 
their competitors on the Pacific coast. 

Those appearing on behalf of the shippers were: P. W. 
Moore, manager of the traffic bureau of the Queens Chamber 
of Commerce and secretary of the Shippers’ Conference of 
Greater New York; G. F. Hichborn, general traffic manager of 
the United States Rubber Company; Rollin White, traffic man- 
ager, F. W. Woolworth Company; Mr. McMullin, assistant man- 
ager of the traffic division of the United Shoe Machinery Cor- 
poration; Roy Ellegard, traffic manager, Fuller Brush Company; 
Judson C. Huntting, general traffic manager, American Chain 
Company; H. D. Elwell, traffic manager, the Wheatena Corpora- 
tion; A. F. Grignon, general manager, Casein Manufacturing 
Company; W. R. Moore, secretary and manager, Eastern Con- 
fectioners’ Traffic Bureau; C. C. Ferguson, general traffic man- 
ager, West Virginia Pulp & Paper Company; R. L. Turner, 
traffic manager, Peter Cailler Kohler Swiss Chocolate Company; 
P. W. Brown, Chase Brass & Copper Company; John E. Hef- 
fernan, Scovill Manufacturing Company; F. H. Tyler, traffic 
manager, Sperry & Hutchinson Company; F. J. Towse, traffic 
manager, Oswego Falls Corporation. 

The consensus of the testimony of these witnesses was that 
the carload rates offered on small shipments through the split 
delivery plan were essential to the maintenance of their Pacific 
coast business, and several of them testified that abandonment 

- 


of the system would foree their withdrawal from .the. Pagig, 
coast market. 

One witness asserted that carload rate limits fixed by th 
intercoastal steamship lines are not on the same basis ag j 
the case of the railroads and that the rates do not include spegjg 
services analogous to those offered by the rail lines in og, 
neetion with such rates. 


SPLIT DELIVERY CASE 


The Fuller Brush Co., of Hartford, Conn., has been Permitted 
by the Shipping Board to intervene in No. 45, Los Angele 
Jobbers Association vs. Argonaut Steamship Line, Inc., et qj, 
the split delivery case. The company says it ships goods fron 
Hartford through the Panama Canal to warehouses owned ang 
controlled by it at Oakland, Calif., and Seattle Wash. (op. 
tinuing, it says: 


We make weekly shipments to Oakland, Calif., and Seattle, Wash, 
and invariably route these shipments by the same steamship line. 
If it becomes impossible for us to obtain split delivery at the car. 
load rate, it would mean that on a specified commodity where the 
carload minimum weight is 18,000 lbs. we would, in order to obtain 
the carload rate, have to ship 18,000 lbs. to each destination, or namely 
a total of 36,000 lbs. If the split delivery holds, as a specific example, 
we could ship 12,000 lbs. to one destination and 6,000 Ibs. to another 
and in that way secure the same rate as if we shipped two carloads 
or 36,000 lbs. We must, on account of the severe competition we 
have on the Pacific coast, distribute our goods economically, if we 
are to maintain the two warehouses we have now. If we could not 
take advantage of the split delivery, it would mean that we would 
have to over-stock these two warehouses, which would mean a very 
large outlay of money for inventories. 


The Shipping Board has permitted the following to inter. 
vene in the case: Continental Paper & Bag Corporation, Hazard 
Wire Rope Co., Okonite Co., National Licorice Co., Sperry & 
Hutchinson Co., American Brass Co., Casein Manufacturing Co, 
Diamond Match Co., United Grape Products Sales Corporation 
and American Hardware Corporation. 

Additional interventions permitted by the Shipping Board 
follow: S. C. S. Box Co., Inc., Chapman Valve Manufacturing 
Co., Beech-Nut Packing Co., Bridgeport Brass Co., Gold Dust 
Corporation, Grabler Manufacturing Co., Griswold Manufactur. 
ing Co., Howe Scale Co., Parsons Ammonia Co., Inc., West Vir- 
ginia Pulp & Paper Co., and Wood Flong Corporation. 


PORT FOURTH SECTION CASE 


The Chicago Association of Commerce, Chicago Shippers 
Conference Association, Illinois Manufacturers Association, 
International Harvester Co., Louisville Board of Trade, Middle- 
West Foreign Trade Committee, Milwaukee Association of 
Commerce, Mississippi Valley Association, Peoria Association 
of Commerce, and Springfield, Ill., Association of Commerce, 
in fourth section application No. 2040, and others, support the 
position of the railroads asking for a continuance of the present 
export and import rates via Gulf and South Atlantic ports, and 
an extension of the territory of the application of such rates. 
The associations said the Commission should grant such relief 
as might be necessary to enable the maintenance of equal rates 
via the several routes. 

The New Orleans Joint Traffic Bureau and the Mobile 
Chamber of Commerce, also supporting the applicants, asserted 
that if the record in this proceeding was conclusive of any- 
thing, it clearly showed that the proposed basis of rates and 
the relief required to*make it operative was necessary and 
required to permit of a continuation of the movement of foreign 
commerce from and for central freight association territory 
and the middle west via Gulf and south Atlantic ports. 

American Manufacturers of Corkboard Insulation, in their 
brief, said that the application of the Gulf port lines insofar as 
it dealt with import rates:should be denied in its entirety and 
without compromise. It also said that the Commission should 
institute a general investigation as to the propriety of either 
canceling the present. import rates from the Gulf ports or of 
according, on the same level for comparable distances, domestic 
rates to American manufacturefs regardless of where their 
plants might be located. The corkboard manufacturers asserted 
that in the last analysis the plea of the applicants was based 
on a desire to reach deeper into that limited territory where 
mileage and rates were against them. 

The Munson Steamship Line in opposition to the application 
of the Florida East Coast for authority to reduce the present 
differential, Key West over New Orleans, said that the proofs 
presented in this hearing demonstrated conclusively that the 
position taken and relief sought by the Florida East Coast was 


‘wholly unjustified and unwarranted and that theérefore its 


request should be denied. 

Advocating grant of relief the Southern system lines and 
the Mobile & Ohio call attention to the fact that port equaliza- 
tion was brought about in the period of federal control through 
the relief from the fourth section and that continuance of the 
relief was in the interest of the shippers in central territory, 
the south Atlantic and gulf ports and the carriers. They said 
it would seem to be a matter of importance that the southérn 
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gateways be kept open as to this traffic and that a rate adjust- 
ment be not made which would give a monopoly to the eastern 
and Canadian ports and result in an unjust and unwarranted 
preference of Canadian ports over those of the south. 

The eastern lines asserted that the purpose of the pro- 
posed reductions was to divert from the north Atlantic ports 
and the railroads serving them both import and export traffic 
moving between them and central territory and cause it to 
move via the Gulf-South Atlantic ports and the lines by which 
the ports are served. In substance and effect they said it was 
a port relationship case. At the hearing they advocated a 
narrower measure of relief than requested by the southern 
lines and lines in the middle west and said that no greater 
relief was warranted than that suggested by them. 

Attorneys for the southern carriers interested in fourth 
section application No. 2040 and others filed by the northern 
and western lines, in their brief in that case, assert their belief 
that these applications bring before the Commission a con- 
spicuous example of a “special case” such as is mentioned in 
the fourth section where the best interests of the petioning 
carriers and the shippers in central territory, as well as the 
best interests of the -whole country in sound port development 
justify relief as contemplated by the statute. They said they 
were confident the Commission would not deny to the Gulf 
ports their rightful opportunities of development. They as- 
serted that the Commission was not called upon in this case 
to fix a relationship between the Gulf ports and the north 
Atlantic ports, although attorneys opposing the grant of relief 
have argued the case from that point of view. 


LORD KYLSANT CALLS ON BOARD 


Lord Kylsant, chairman and managing director of the 
Royal Mail Steam Packet Company, Lamport & Holt, Ltd., and 
Union-Castle Mail Steamship Company, Ltd., and chairman of 
other British steamship companies, called on members of the 
Shipping Board on the afternoon of November 1. In a state- 
ment announcing the visit, the board said: 


Lord Kylsant is generally recognized as the world’s greatest ship- 
ping man. The fleets which he controls number some five hundred 
a with an aggregate gross* tonnage of nearly two and one-half 
million. ; 

During Lord Kylsant’s visit with the commissioners of the ship- 
ping board present conditions .prevailing in international shipping 
were discussed, during which it was evidenced that the shipping 
board’s caller was very familiar with the services which the board 
has created. In reviewing experiences in the past ten years it was 
a matter of mutual gratification that both the shipping board and 
Lord Kylsant have been able to work in harmony while conducting 
shipping services over the same routes, and the informal conversa- 
tions today indicate that these very pleasant relations will continue. 


HARDWOOD LUMBER COMPLAINT 


The Pensacola (Fla.) Chamber of Commerce and the Gulf- 
port (Miss.) Chamber of Commerce have been permitted by 
the Shipping Board to intervene in No. 51, Foreign Trade Bu- 
reau, New Orleans Association of Commerce vs. Bank Line et 
al., involving rates, charges and practices governing the han- 
dling of hardwood lumber at New Orleans. (See Traffic World, 
October 13, p. 830.) 

The Pensacola chamber says that the complaint attacks 
the rates, charges and practices at various Gulf ports that 
compete with the port of New Orleans for the lumber traffic 
involvel but that the port of Pensacola is not specifically desig- 
nated in the complaint. It says the port of Pensacola does com- 
pete with the port of New Orleans for the lumber traffic in 
question and therefore any change or changes in thfe rules and 
charges at New Orleans will have a direct effect on Pensacola. 

The Gulfport chamber says the rates, charges and practices 
at Mobile, Ala., and Gulfport, Miss., which ports compete with 
New Orleans and sub-ports on the lumber traffic. referred to, 
are attacked in the complaint and that any change or changes 
at New Orleans or sub-ports will have a direct effect on Mobile 
and Gulfport. 


PARCEL POST TO ARGENTINA 


The Department of Commerce has announced that the 
American commercial attache in Buenos Aires has again 
requested the department to advise American exporters that 
it is inadvisable to use the parcel post service in making 
shipments to Argentina unless that method of shipment has 
been specifically requested by the consignee. It is pointed out 
that, under the procedure in Argentina, it costs approximately 
91 cents to get a parcel post package out of the post office, 
regardless of the value of the parcel. It is urged that samples 
be sent by sample mail and printed matter by third-class mail 
in preference to parcel post. 


JUTE TRADE AGREEMENT 


Gulf ports are assured of adequate service and equal rates 
with north Atlantic ports in the jute and burlap trade from 
Calcutta, under the agreement providing for settlement of the 
rate war in that trade, according to Commissioner Smith, of 
the Shipping Board, to whom the New Orleans Association of 
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Commerce protested against a reduction in service and an 
increase in rates to New Orleans. The Shipping Board hag 
approved the agreement with inclusion of conditions that wy) 
protect the Gulf ports as indicated. The agreement is now 
being circulated among the shipping lines for their approval, 

Notwithstanding the belief of board officials that the jute 
trade agreement will protect the interests of Gulf ports, the 
port protection committee of the New Orleans Association of 
Commerce asked for a hearing on the subject before the Shi 
ping Board. The request was granted and the hearing yijj 
be held on the afternoon of November 13. New Orleans wishes 
the agreement to be in such form that there will be no doubt 
as to the rates to the Gulf being the same as those to north 
Atlantic ports. 


VESSELS FOR SALE 


The Shipping Board, November 8, directed that forty-five 
vessels of its laid-up fleet be offered for sale either for scrap, 
for conversion to Diesel engine propulsion, for conversion to 
barges, or for operation as steamers. If these vessels are sold, 
there will be left in the idle fleet fewer than four hundred and 
fifty vessels. Bids will be received December 11. The Vessels 
are of approximately five thousand deadweight tons each. 


BROOKLYN SHIPPING BOARD TERMINAL 


A new five-year lease for operation of the Shipping Board 
terminal at Brooklyn by the Atlantic Tidewater Terminals, Inc., 
has been approved by the Shipping Board. The terminal has 
been operated under lease to the same company for the last five 
years. The board said that, under the new lease, a greater 
proportion of the revenue would accrue to it than under the 
old lease. 


MANAGING AGENCY AGREEMENTS 


At a meeting Thursday afternoon the Shipping Board con- 
sidered in detail the proposals of Fleet Corporation officials for 
revision of the managing agency agreements as outlined in The 
Traffic World last week. It was indicated that the proposals 
would be under consideration for some time before a decision 
was reached. 


PANAMA CANAL TRAFFIC 


In October, 557 commercial vessels transited the Panama 
Canal and paid tolls of $2,274,945.30, according to advices re- 
ceived by the War Department. In September the number of 
vessels was 487 and the tolls, $2,111,230.56. 


CHICAGO SHIPPERS’ CONFERENCE 


The increasing importance of transportation and its prob- 
lems in the life of the nation, and the nature of these problems, 
was’ the subject of an address by Ralph E. Heilman, dean of 
the school of commerce, Northwestern University, at the annual 
meeting of the Chicago Shippers’ Conference Association No- 
vember 6. There were about 350 present, including a number 
of railroad presidents at the speakers’ table. 

He particularly stressed the importance of defining the 
scope of regulation and of management in dealing with prob- 
lems ahead, to the end that regulation might not usurp the 
function of the latter. Traffic departments will become increas- 
ingly important in the business life of the country, according 
to him. The transportation bill of this country amounts to 
approximately 13 billion dollars annually, he said, and it be- 
comes more and more imperative that its expenditure be made 
wisely. The proper supervision and direction of that, he em- 
phasized, largely depended on the traffic departments of the 
country. 

According to him, the last ten years have seen enormous 
developments in the field of reducing costs of production and 
manufacture. Great things have been done in that direction, 
he said, but the next ten years would see similar study and 
effort applied to the end of reducing the cost of distribution. 
That cost, including all of its branches, he said, was approxi- 
mately equivalent to the cost of production, at the present time. 

One of the problems “looming large” in connection with 
reducing transportation costs was the effective coordination of 
all the forms of transportation, he said. A program must be 
evolved that will effectually use the railways, the motor truck, 
the waterways, and the airplane; and the regulatory bodies 
will have to be modified or extended in line with that. The 
first step in that direction, he said, had been taken by the 
passage of the transportation act of 1920, which directed atten- 
tion to the need for consolidation of the various rail lines. The 
second step should be the subjection of the motor bus and truck 
to federal control. That was essential, he said, both to protect 
the railroads from unfair competition and to assure the shippers 
of the protection and service they were entitled to. 

All public utilities must be able to guarantee continuous 
and uninterrupted service, he said, and one of the factors to be 
considered in that connection was the question of labor. There 
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is a marked reluctance in this country to introduce compulsory 
arbitration of disputes betwen employer and employe, he pointed 
out, but, on the other hand, it is imperative that machinery 
be devised that will insure the prompt disposition of such dis- 
putes. An important fact to be considered in connection with 
that problem, he said, was that the inevitable result of public 
arbitration was a gradual increase in the cost of labor. “The 
question I wish to raise,” he said, “is from what sources that 
increase of cost is to come.” He enumerated the possible 
sources as follows: (1) From the earnings of the railroads; (2) 
increase in shippers’ rates; (3) increased efficiency of labor, 
and (4) slighting of maintenance and upkeep schedules. The 
results of the latter, he said, were unsatisfactory. It was his 
opinion that experience would have to show the extent to which 
each of the possible sources should be availed of. 

He referred to increasing tendencies to make rates on a 
mileage basis and to give special consideration, as under the 
Hoch-Smith resolution, to certain classes of traffic or industries. 
“If the rate regulating power is to be used by Congress to 
manipulate in favor of group or sectional interests,” he declared, 
“the future is fraught with many dangers, and we must be 
careful where we are going.” 

While a reasonable degree of regulation is essential, ac- 
cording to him, it is of the utmost importance that it shall not 
be substituted for management. One of the most important 
problems to be faced in planning the future policy with respect 
to transportation, he said, was that, while adequate regulation 
was maintained, efficiency of management and the other virtues 
inherent in private ownership and operation be preserved. 

H. R. Park, traffic manager, Chicago Live Stock Exchange, 
the outgoing president of the shippers’ association, presided. 
In a short introductory talk prior to Dean Heilman’s address, he 
referred to the tightening up of schedules by the railroads and 
the reduction in freight claims as the outstanding achievements 
in. the transportation world in the last year. The carriers’ work 
in that direction in the last year had been so effective, he said, 
that the work of the claims committee of the association had 
been reduced to almost nothing. 

At a meeting prior to the dinner, the following officers were 
elected: President, J. P. Haynes, executive vice-president, Chi- 
cago Association of Commerce; vice-president, W. J. Womer, 
traffic manager, Consumers Company; secretary, A. J. Goetz, 
traffic manager, Roberts and Schaefer Company; treasurer, W. 
J. Hammond, traffic manager, Inland Steel Company; directors, 
H. G. Legan, traffic manager, Morton Salt Company; R. C. Liv- 
ingston, traffic manager, Interstate Iron and Steel Company, 
and H. R. Park. 


Personal Notes 


PE 


A. Lane Cricher, chief of the transportation division, Bu- 
reau of Foreign and Domestic Commerce, U. S. Department of 
Commerce, was the principal speaker at the meeting of the 
transportation division of the Manufacturers’ Association of 
Connecticut, on the occasion of its annual meeting, November 
7. He told of the survey of traffic departments being made by 
his organization. 

A. M. Hunter has been appointed division freight and 
passenger agent, Missouri-Kansas-Bexas, at Joplin, Mo. F. T. 
Agnew has been appointed traveling freight agent at Kansas 
City. C. C. Hawkins has been appointed district freight and 
passenger agent at New Orleans, succeeding George K. Reeder, 
promoted. W. H. Krumm has been appointed commercial agent, 
and C. H. Mundt, traveling freight agent, at New York. 


The Gulf Pacific Line, Inc., has opened its own office at 
New Orleans with N. M. Leach, who has been elected vice- 
president, in charge. W. A. Forester has been appointed traffic 
manager for the gulf district; R. N. Miller, Gulf marine super- 
intendent; J. G. Spencer, district auditor for the Gulf, and Neal 
Leach, Jr., traveling freight agent. Mr. Leach, Jr., is also presi- 
dent of the Steele Steamship Line, Inc. The affairs of the two 
companies will be handled separately. 


Edward K. Laux has been appointed assistant to freight 
traffic manager, Eastern Steamship Lines, Inc. (southern divi- 
sion), at New York, effective November 15. 

P. H. Banks has been appointed traffic manager, Natural 
Rock Asphalt Corporation, at Louisville. 

George Hannauer, president of the Boston and Maine, and 
Manton Davis, general attorney, Radio Corporation of America, 
will be the speakers at the annual dinner of the National Indus- 
trial Traffic League at the Hotel Astor, New York, November 22. 
President Hannauer will speak on “Modern Transportation 
Problems.” Mr. Davis will speak on “Radio—The Latest Elec- 
trical World.” . 

S. S. Senne has been appointed assistant general freight 
agent, Louisiana Railway and Navigation Company, at St. Louis. 
W. J. Anderson has been appointed division freight agent, 
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Canadian Pacific, at Regina, Sask., succeeding K. Elliott, Dro. 
moted. 

Funeral services for Henry Baker McClellan, special Tep. 
resentative, Wabash, were held in New York November 5. }, 
was with that line for more than fifty years. 

T. M. Joseph has been appointed general freight agen 
Universal Carloading and Distributing Company, in charge » 
rates and tariffs, New York. Morris Forgash, formerly manage, 
westbound department, has been appointed assistant freight 
traffic manager, eastern district, at New York; L. J. Hoefe 
formerly assistant general freight agent, has been appointe 
general freight agent at Chicago. T. R. Hudd, formerly gener 
freight agent, has been appointed assistant freight traffic map. 
J. W. Mullen, formerly map. 
ager, eastbound department, has. been appointed general freigh; 
agent at New York. K. E. Desvernine, formerly general agent 
has been appointed assistant general freight agent at New Yor 

George C. Marquardt has been appointed assistant foreigy 
freight agent, C. & O., at Chicago, succeeding R. B. Falkiner, 
resigned. J. H. Becker has been appointed import freight agen; 
at New York, succeeding Mr. Marquardt. Adolph A. Hiby has 
been appointed soliciting freight agent at New York, succeed. 
ing Mr. Becker. 





MEN IN TRANSPORTATION 





Within less than two years after the Interstate Commerce 
Commission was organized in 1887, George M. Crosland, assigt- 
ant director of traffic and chief of the section of tariffs of the 
Commission, at the age of twenty-one years, became a clerk in 





GEORGE M. CROSLAND 


what was then the tariff bureau. In the period of approxi- 
mately forty years since that time, he has, with one or two 
exceptions, dealt day in and day out with tariff complexities. 

Mr. Crosland came to Washington from Bennettsville, S. C., 
where he was born and where he spent his boyhood, when he 
obtained his appointment as a clerk, January 25, 1889. For 
the following twenty-two years he was in the bureau of tariffs, 
serving as clerk and later as a sub-chief. In 1912 he became 
confidential secretary to Commissioner Edgar E. Clark. He was 
appointed assistant chief examiner in 1915 and the following year 








































































mber 10, 1928 THE TRAFFIC WORLD 


: Nove 








1082 


he became executive officer of the board of reference and of the 
board of suspension. 

The board of reference of the Commission is composed of 
the heads of the various bureaus. To it are referred knotty 
problems that may arise in any of the bureaus and as to which 
the head of a bureau may seek the advice of his colleagues. 
When the board of reference is unanimous on a question put 
up to it, the conclusion is given out as the informal view of 
the Commission. Whenever the board is not unanimous, the 
matter before it goes to division 2 of the Commission for advice 
as to what disposition shall be made of it. The activities of 
the board of suspension, as indicated by the name and, as is 
generally known, have to do with schedules against which 
protests have been made and suspension of which has been 
requested. In this connection, the board is often instrumental 
in obtaining informal adjustment of disputes and thus makes 
unnecessary formal proceedings. ks 

In September, 1918, Mr. Crosland was transferred to the 
bureau of tariffs and in October of that year became chief of 
the bureau. When the Commission organized the bureau of 
traffic after the transportation act of 1920 was approved, the 
bureau of tariffs became the section of tariffs. In April, 1923, 
he was appointed assistant director of traffic and chief of the 
section of tariffs, and has held those positions since that time. 

In 1918 and 1919, in the period of federal control of the 
railroads, he served, as the representative of the Commission, 
on a board composed of the assistant director of service and 
the assistant director of traffic of the Railroad Administration and 
the Commission’s representative. This board dealt informally 
with matters in which the Railroad Administration and the 
Commission were interested and also disposed of informal com- 
plaints that were made to both bodies. Many problems that 
arose from promulgation by the Director-General of Railroads 
of General Order No. 28 were handled by this board. 

As chief of the section of tariffs and as assistant director 
of traffic, Mr. Crosland supervises the force that handles all 
tariffs filed with the Commission and all rate matters. It is 
his duty to help frame the Commission’s rules and regulations 
governing the construction and filing of tariffs. Tariff Circular 
20 is a recent production of his office. Under his jurisdiction 
also come all sixth section applications for waiver of tariff rules. 
Much of his time is given to conferences with representatives 
of carriers on questions relating to rates and tariffs. He is in 
conference frequently with shipper representatives on similar 
questions. As chairman of the released rate committee, he has 
to do with the administration of the Cummins amendment. He 
is also a member of the traffic board that is composed of the 
three assistant directors of traffic and the assistant to the 
director of traffic—S. H. S. 


DOINGS OF THE TRAFFIC CLUBS 


At least 150 players are expected to participate in the “Fall 
Golf Outing” of the Traffic Club of New Orleans at the Colonial 
Country Club November 15, according to R. R. Hollinger, chair- 
man of the committee in charge. The event will consist of 
18 holes of medal play, with handicap allowance. Each mem- 
ber of the club will be allowed to invite one guest, who will 
be permitted to compete for the prizes, of which there will be 
many. 





In’ accordance with a recent vote changing its regular meet- 
ing night from the first to the second Tuesday in the month, 
the Pacific Traffic Association will hold its next meeting at 
the Palace Hotel, San Francisco, November 13. M. M. O’Shaugh- 
nessy, city engineer of San Francisco, will speak on “How a 
Bay Bridge Will Affect Railroad and Steamship Traffic.” 





The Canton Traffic Club will hold its annual dinner and 
election of officers December 4. 





The Traffic Club of New York will hold a forum meeting 
at the Park Central Hotel November 13. The subject will be 
“Railroad Passenger Traffic.” C. H. Mathews, Jr., assistant 
general traffic manager, Pennsylvania, will be the principal 
speaker. A “home-coming” will be extended to the “Broadway 
Tourists.” Vice-President Braden will be in charge. 





The Transportation Club of Peoria will hold its annual din- 
ner, a “stag” affair, at the Pere Marquette Hotel December 18. 





The Traffic Club of Tulsa held a luncheon at the Mayo 
Hotel November 6. District Judge John Ladner was the prin- 
cipal speaker. Godfrey Brigham, manager, North American 
Tank Car Company, Tulsa, was chairman of the committee in 
charge of entertainment. 





The Traffic Club of Indianapolis held a luncheon at the 
Hotel Lincoln November 8. M. E. Foley, attorney, Indianapolis 
Street Railway Company, was the speaker. The members were 
invited to attend a luncheon at the Chamber of Commerce, in 
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observance of “Butler University Day,” November 9. Member, 
of the club, along with those of other civic bodies, are expecta 
to take part in the parade in celebration of Armistice Day, yy 
vember 12. 








The Los Angeles Transportation Club held its first fory, 
meeting of the season at the Alexandria Hotel November ¢ 
H. J. Tregoe, professor of finance, University of Southern (aj. 
fornia, was the speaker. 





The regular meeting of the Omaha Traffic Club, set fo; 
November 15, will not be held. The club had expected to hayg 
Carl Grey, president, and Frank Robinson, vice-president, Unioy 
Pacific, as its speakers, but the plans had to be changed. 





The Toledo Transportation Club held an election night 
party November 6. The regular meeting was held November 7, 
A proposal to change the regular meeting night from Wednesday 
to Monday was voted on. Entertainment was provided through 
the courtesy of the Ohio Bell Telephone Company. 





The Women’s Traffic Club of San Francisco held a meeting 
at the Women’s City Club November 8. Margaret Mary Mor. 
gan, of the Margaret Mary Morgan Printing Company, spoke 
on “What Is Needed for Success.” 





The Transportation Club of St. Paul held a meeting at the 
Union Depot dining room November 5. Officer Mulcahey was 
the speaker. Entertainment was provided by the Northem 
Pacific Singers. 





The Traffic Club of Atlanta held a meeting at the Atlanta 
Athletic Club November 5. The program was sponsored by the 
M. Rich & Bros. Company. L. P. Bailey, traffic manager of 
that company, was in charge. Frank H. Neely, general manager 
and secretary, was the principal speaker. His subject was 
“American and European Travel.” The Traffic Study Club held 
a meeting at the chamber of Commerce November 7. 





The York Traffic Club held a meeting at Ralph’s November 
8. Four films, loaned by the United States Shipping Board, 
were shown. Mr. Haag, of the bureau of research, Merchants’ 
Fleet Corporation, explained the pictures. 





The Traffic Club of Philadelphia will hold its monthly meet- 
ing at the Bellevue-Stratford Hotel November 12. H. E. Liver- 
sidge, vice-president and general manager, Philadelphia Electric 
Company, will be the speaker. 





The Traffic Club of St. Louis held a luncheon at the City 
Club November 5. Major Albert Bond Lambert spoke on “St. 
Louis’ Airport.” . 





The Junior Traffic Club of Chicago held a meeting at the 
Palmer House November 1. Frank H. Miller, secretary of the 
Illinois River division of the Mississippi Valley Association, 
spoke on “Inland Waterways.” 





The Miami Valley Traffic Club will hold its fourth annual 
dance at the Oakwood Village Club November 22. A buffet 
lunch will be served and arrangements have been made for 
cards as well as dancing. 





The Traffic Club of Wheeling will hold a “Turkey Dinner” 
November 22. 





The Traffic Club of Minneapolis held a meeting at the Nicol- 
let Hotel November 8. Ben Ferriss, general advertising director, 
F. & R. Circuit of Theaters, spoke on the moving picture in- 
dustry. 





The Traffic Club of Wichita held a meeting at the Wichita 
Club November 8. George H. Siedhoff was’ the speaker. A 
dinner dance will be held at the Innes Tea Room November 22. 
Johr E. Tidwell, of the Claude E. Lamb Realty Company, will 
be the speaker at a luncheon November 15. Nominations for 
the coming year are headed by the following candidates for 
president: M. E. Cuykendall, manager, Brokers’ Office & Ware- 
house Company; V. M. Frisch, traffic manager, Otti Weiss Mill- 
ing Company, and A. M. Corp, traffic commissioner, Wichita 
Chamber of Commerce. 





The Traffic Club of Kalamazoo will hold its tenth annual 
banquet at the Columbia Hotel November 22. Wilber M. 
Brucker, attorney-general of Michigan, will be the principal 
speaker. Arnold J. Dunning, president of the club, will give 
an address of welcome. John H. Vincent, neral manager, 
Kalamazoo Stationery Company, will be toastmaster. There 
will be a program of entertainment. 





The Traffic Club of St. Louis will hold a meeting at the City 
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To the man in search of 
a site for his plant, Wil- 
mington on the Dela- 
ware offers everything 
any community MUST 
have to interest him— 


PLUS:— 


1. A Marine Terminal of the most modern 
construction and equipment, with cov- 
ered and open storage—at surprisingly 
low rates. 


. The whole-hearted cooperation of banks, 
individual merchants, business groups 
—in helping a newcomer to build an- 
other industrial success in Wilmington. 


DO 


. The characteristic advantages of the city 
as well as the important advantages of a 
city’s large tributary area. 


In other words, Wilmington’s 
men know all kinds of busi- 
nesses and products, and can 
supply all the needs of capital 
and labor. We shall welcome 
an opportunity to continue 
this thought by letter or per- 
sonally. Please address— 


Ww 


Charles H. Gant, Manager 
Wilmington Marine Terminal 
Wilmington, Delaware 
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$10,000,000.00 Ocean Terminal 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 
Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 
Connecting with All Railroads 
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Club November 13. Dr. T. C. Todd, member of the board -- 
education, will speak on “Our Educational System.” 





The Portland Industrial Traffic Club held a meeting at the 
Nortonia Hotel November 5. 





In the absence of Major-General Paul B. Malone, the address 
at the annual Armistice luncheon of the Traffic Club of Chicago, 
held at the Palmer House, November 9, was made by Rear- 
Admiral Thomas G. Craven, commandant, Great Lakes Naval 
Training Station. He spoke on cooperation among the Navy, 
the Army and the transportation interests of the country. He 
was introduced by Martin Kennelly, president of the club. 
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COMMODITY STATISTICS 


In the second quarter of 1928, tons (2,000 pounds) of reveny 
freight originated on Class I railroads totaled 308,399,509, , 
decrease of 3.31 per cent as compared with the tonnage for the 
same period of 1927, according to the compilation of freigh 
commodity statistics prepared by the bureau of statistics of th 
Commission. For the period January 1 to the end of the secong 
quarter, 1928, the total was 582,707,656 tons, a decrease of 5.35 
per cent as compared with the same period of 1927. The figures 
by commodity groups for the second quarter and the cumulatiy, 


* figures for the first two quarters, for the United States ag , 


whole, follow: 





There were twenty-two officers of the Army, Navy and Marine Sens ppdcens 
Corps at the speakers’ table. Col. Carl Gray, Jr., manager, in- originated a 
dustrial department, North Western Railway, introduced the Commodity group 2a Quarter, 1928 in 1997 
guests. Music was furnished by a band and a drum and bugle roducts of agriculture ............+++++++-- TF 068 62a oat 
corps from Fort Sheridan. Major Neil R. Markle, chairman of products of mines... IIE 08214176 +59, 
the club’s Army and Navy committee, was in charge. Ee Re ores ere 24,492,242 #541 
RES <5 Manufactures and miscellaneous............ 80, 383,382 2.81 
DETROIT SHIPPERS’ CONFERENCE AML. C, La TIGR. . cccccccccccvepeccscccocees 9,251,221 *5.93 
Johnston B. Campbell, chairman of the Commission, will RO Om AE ME EMI 308,399,509 *3.31 

be the guest of honor at the annual meeting of the Detroit For Two Quarters 
District Shippers’ Conference, November 16, 6:30 p. m., at the Products of agriculture ........ eesovedoesoce 45, 989, 359 1,03 
Hotel Statler. Invitations are being sent to traffic managers of {himals and products ...........++- ne oun 
Detroit industries and their executives. S. Wells Utley, presi- Products of forestS.....::.:+s+ecseeseseeerees 409,186 * 4.02 
dent of the Detroit Board of Commerce, with which the ship- Manufactures and miscellaneous............ 149,707,178 2.63 
pers’ conference is affiliated, will act as toastmaster, and C. A. “! UL. C. L. freignt.........+.-.sseeeeeeeeeee 18,080,250 S485 
Sullivan, traffic director of the Fisher Body Corporation and REE a aduth nits ic udanediituldnoannnasde - 582,707,656 * 5.85 


president of the conference, will preside. Mr. Sullivan will 
briefly cover the activities of the conference in the last year, 
which, it is said, particularly emphasizes organized cooperative 
handling of transportation matters affecting Detroit through 
joint consideration by carriers and shippers. Officers will be 



















*Decrease. 


Freight traffic originated and freight traffic terminated, by 
carloads, and total tonnage carried and freight revenue, by 
classes of commodities, for the United States as a whole, for 










elected. the second quarter of 1928, follow: 
OO = -— aedg yo Freigh 
nate erminate of revenue freig eight 
COMMODITY GROUP OR CLASS No. of No. of ed (including revenue 
GROUP - Products of Agriculture (C. L.) carloads carloads duplications) (dollars) 
Wheat ..... cecedecesece PORAG EE WG e UEC METS Se VE RRO E Re S-404/046404b0d0% ,641 2 ,816,182 13,158,842 
EE BAS Sibu see iy acs tb oe bedned beh 6 5b te 44 40-065 04-00 0.5.0.00:6.04:0600 06 000% 95,590 105,554 5,751,151 13,111,087 
EN, Sits wots Cache Skis Ws ate uib sd 004-08 sailed 10 $1646.00 06 Cee y oes 6.0% e see 42,551 47,844 2,279,828 4,649,271 
Barley EE A 6 6:h 0 dis 64:6 a caiale Wiaie 4b: 04 Udle 0:0 6dibd: 460 6:16 0:6.00160206.0:0 0% p00 oem 13,582 16,264 $55,308 1,974,588 
RSM tas kn Pn ics hg Das aired ee cbicacsdnbebucsiesabewne'g "9 1. 49,9 124,524 
TE ik SODA Bah 5 ols Galvic 0 6028s bs bbe get Cees e- bie h6 eees weer Gets cons 90,477 95,947 4,960,396 10,304,524 
MEA], COFM ..cceesecsecssesccscccecsccccccessseseesessesessesssenesseees : 3, 35,75 "265,07 
Flour and meal, "edible, . o 8 OO EE TE PEE, VESTS: 8,069 9,711 517,674 OBE {13 
Cereal food Neon Ry “edible, N. 0. 2 RRR Ana > ane Pe eee 12,112 12,984 10,19 1,347,707 
i Me, nck ib bee cio CP EMS Gop 540 cb po CCTs CRESS ebeerbeesen 112,672 124,379 4,794,319 8,276,250 
eee Ae oo. can panhaebeaencversaeud 2,792 65,98 1,583,093 4,456,770 
Straw cocccccccccce SUsd dai o PS Cbd ee REL LEED SEK ape Gese er ees Combes 66404 7,907 7,788 169,944 336,101 
jen leaf ..... A pee eat hare 14,725 14,294 296,419 1,291,555 
I ike iis ais bin wi hide $656, 6 8044S 0.010: 6:65.060 60.06 406042000 000.0008 31,020 33,168 885,934 4,028,597 
Cotton linters, noils, and regins 186 459 199,627 676,806 
CE 0.560660. aaelts oS pin 6-06 0.k6 6-0 cian 5 2,731 2,852 90,750 187,847 
Cottonseed meal and cake.. 11,195 11,300 567,753 1,203,066 
Oranges and grapefruit................: oes 19, 19,444 1,385,490 ,573,8 
Lemons, F maw sad and citrus. ree eee ae er ee 4,251 4,754 91,087 1,895,311 
DUBIOS, SERER:.< i ccccceddere ike. da a ada aa «c'est he 66 <6.-4eune.s0 MMBC: 6 0.66.04 7,239 7,868 395,756 2,427,951 
Bananas .......... cockeocces Re SOCEGE 6 6500 RS TALES 0 0 MR MR eRe Th 6000 00010 31,547 31,012 681,535 5,472,614 
Berries, EL cincaelll «Milne ake Rs odk kb +s idtkc «neue Vetet tiles 0+ +++ 0 5252 10,782 207,562 2,204,815 
Cantaloupes and melons, ME SGN BR RR SE ARE A 14,701 12,470 628,601 4,618,618 
i EE Soc ai utes od b:06 UeSis b Olbbc 0 opie SaaS 6 6b 4 0 Gas ccd Ga eee ee ee 81 4,31 27, 
onan eh nbéenee DEA VRURS TRAE TAA b UNAS Rad CReeR Ie srebadergreta ees 1,225 1,381 268271 $35,206 
Pmedkeeavekeee Ee Ll. ally sok niles WOb ee Mb proe ons $e Oale OO ‘ : ; 1,291, 
Fruits, fresh, omeie, I Me ING nly 6 '6:4ns. ai Sow ay eine oe elMe ser esG vip bE 508 4,936 4,168 162,996 1,198,367 
Fruits, fresh, “yoy ‘Se ee REP Ose re Oren tee ee eee 3,794 3,270 186,162 773,606 
Potatoes, SMI 5 A. ovcncceicccdicecdsecctslevedicettcccudecs 77,155 3,916,430 13,622,300 
nn Cees ee Sal ea Se ubse a ib die 51646.040.60.0's.0'0-ng 5:96.05 9400 6 OS-60 0.0 60 06 0:00 11,861 472,789 390,644 
Et od bb Wihaid'ntidbe-4Gs 6 EDAD 6b F kOHOE CAES D.260:60.6 0:09 55:85 0 00h 6 oO K bees Ce 7,830 522,821 2,425,846 
BOMIMGOOS so cevccccscvcccccoce 14,591 596,179 4,271,117 
Vegetables, fresh, a 49,858 2,109,915 13,992,610 
Beans and peas, "aried oak A aeees 5,151 244,306 "954,73 
Fruits, dried or ae. 3,538 186,096 953,875 
RE, (i. Gat CAL ES bias 60 eVG ed Cherie ese GU t obs EUsb Ecc cceses 2,719 3,564 98,595 467,975 
Vegetable-oil cake and meal, except cottonseed. .......sccssccccccccece 4,280 4,381 160,079 345,136 
Peanuts ..... PRICE cSUEMESEARS OCs be PE VCECE SSS KeieT cee 6 Se SETS 0000 00d ete 4,039 3,748 141,688 638,107 
EE Sin Ped whale Oliie bibs Gia sta hn 6p 608 010 0 6.440,0,6 20 op K:bcln es 'b 055s seceeesees 1,754 1,675 71,377 225,935 
see tOeNes Ai cE aso ka 2% 4 os Faie'e'e Sue's 8 60s cet ecnc0sseveecees 49 63 516 9,755 
Products of agricuiture, ck ak hp Odie ease Ri esnsee cee veeweeed 28,130 30,259 1,189,644 3,854,136 
CD NOUN. 6 cai ccnactccccbscseqgeesseseeeeepdocta 897,358 967,657 42,735,965 141,304,503 
i ul SS, II. ——_ and Products (C. L.) 
ee, SON ON MIN NOIR bbc bc i ooscieddcdecdicasccciviscccccesocs 8,438 8,904 157,170 948,453 
Cattle and calves, single-deck 157,002 2,631,776 10,668,543 
inthis baba 65-6 00bb sekas obs doc becdcebevoeseseoes 1,030 19,775 103, 667 
eS NEE. 0:6 :0's 0-610 014 6 56:0 010:0.6 0540 666.0006000000060 48 11,987 166,913 744,227 
Sheep and goats, double-deck 18,258 350,315 1,574,672 
Hogs, single-deck 106,391 1,176,340 5,504,133 
Hogs, ene 35,013 641, 3,425,444 
Fresh meats SE ee eee ee ee ee et ee ee eT eee ee 59,411 57,359 1,649,765 10,203,211 
Meats, cured, agi, a ibn ebb ee peck 6p bee hee Kaa eeing 60.0400 000 11,365 12,222 27,591 2,414,292 
I EN OUR ook ooo, hance ccdakdceceandencdcchecctovcecess 970 24,658 "168,509 
peeene- Seuss products, edible, N. O. S., not including canned meats.. 20.671 19,029 708,523 3,502,071 
ate DEEL 6a bbe hs 6 ie bd SEO A650 46k 6 Oca 055000 Coe e sions serxoe 3,775 4,362 140,571 1,201,044 
Poultry, | a MERE A eS a a ee Se ee a ae eee 2,998 3,426 118,741 998,6 
poese sucess Fuben ta swebes Peer ce rere sececsecsccccevccsssececess 26,087 27,813 744,961 6,620,511 
8 abst iat riaut eat aetna SI 11,334 13,413 394,117 3,310,319 
Te Mutt cok «Hulk AMM Gh bes dhe dips ct 0.0 0:0 0 dele 0 civhob deep ec out de eis Bede cosieces 5,315 5,694 156,053 1,097,477 
ES EE Ee oe TTT, Tee CC TL re ee eee 10,745 11,062 385,108 2,847,227 
Sida au tina Bina adn ciuh a6 Koh grh one es cmahihasetsiee.ce ead 8,341 141 4,931 1,559,419 
—— RIE SIL. 1 Ss SO Ne hs Savi ores o's son~-b 0+ ay 4 nediaatentinse aes 298 ya 12, en 
Animals, live, N he “aah ale ARS ERE FC aS sii — 
Animal products, N. O. 14 (other than fertilizers and feftilizer 299 389 9,350 40,693 
materials eccceccccccccceres eoccres Eu ccavcssdopeseced eccgyecesecsesiee 18,077 18,589 627,893 2,644,109 
ee SE NO oc avy ow nnina be Sayehese oédbe os eesinee 510,055 525,244 11,124,926 60,245,568 
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The 
Rate Committee 
Docket 


is the first public notice the carriers 
give of their intention to consider 
rate changes. The shipper who 
keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 
regard to his rates and those of his 
competitor. 


When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The Traffic Bulletin 


he knows he still has time to let 
the committee have his views in 
the matter, and he expresses 
them, either for or against the 
proposal. 





Are you taking advantage of 
this privilege of having a voice 
in the making of your own rates? 


Besides the dockets of eighteen rate 
committees, THE TRAFFIC 
BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 
than ten other important items. 


May we send you a copy 
of the current number? 


The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 


THE TRAFFIC WORLD 
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travelling to California a 
luxurious diversion... 
a restful adventure 


She am 






LOS ANGELES LIMITED 


extra fare ...63 hours 


Service, speed, courtesy, cuisine . . you can take 
them for granted on the Los Angeles Limited. 


There is something more that attracts famous peo- 
ple, the knowing ones, to choose this train year 
after year. Maybe it’s an atmosphere of refinement 
and luxury, or the scenic grandeur along the 
smoothest roadbed in the world that calls them. 


To our many old patrons . . we await you eager to 
make your next journey even more enjoyable than 
the last. 

To all travellers to California .. take the Los Angeles 
Limited and we predict that you too will become 
one of its many ardent admirers. | 


Train features: Barber, valet, bath, maid, mani- 
cure. Observation-club cars, dining cars serving 
meals that appeal, every elass of standard Pullman 
car accommodations . . all equipment of the most 
modern and desirable type. 63 hours en route; leaves 
Chicago at 8:10 p. m. daily; $10 extra fare. 
Seven other fine trains to California 
from Chicago and St. Louis 


Including the 63-hour extra fare San Francisco Over- 
land Limited; Gold Coast Limited; Continental 
Limited; Pacific Limited; Pacific Coast Limited. 
Here’s a new interesting 
inexpensive side trip en route— 
Death Valley, California 


See its magnificent, mysterious grandeur by com- 
fortable rail—motor-bus tours. 


For booklets describing California, Death Valley 
and Union Pacific service, address 


C. J. COLLINS, General Passenger Agent, Omaha, Neb. 


UNION PACIFIC 
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—Revenue freight— Total tons 
COMMODITY GROUP OR CLASS Originated Terminated of revenue freight Freight 
No. of No. of carried (including revenue 
GROUP III. Products of Mines (C. L.) carloads carloads duplications) (dollars) 


EE DEE OEE PES IEA ELINOR TAN POP S EY CEP LOE EEL TOIT SE CR EY Re 367,013 346,874 30,086,278 43,100,026 
TN oh ee i, ele als Nag wilh edwin eel Woo a6.06-5.06=.0e 1,359,383 1,227,884 148,762,389 163,618 496 
Cee eal ee A re Bk glad de Fats: casis PPMb a waeeia a Meh hc 02 t9-0 0 6 cen 112,793 113,705 6,161,879 f 972, 1361 
NEED SERN ASL EE ES AE ee A a ee PT 358,226 310,948 30,090,615 21, 384/279 
DWOROET OHS BUG COMCOMUTRLO ea iac cos ccc cic ccc sccs ce sicccceescccccaces 25,621 38,879 2,332,974 "531 1702 
nS oc is ko desl © SRR RUD SC es 60 10 46:n0's 6.50 6 64,0 0060 6,063 6,256 487,106 414) 1543 
a eo ae og. so bab. d Gib daie S Ot H e's on cee sag bee en SOS 7,669 9,872 948,983 1,176, 735 
ee, SE a 55g gO bead 'e.9.06e pana nedje sbi0000 6s ceeuree 14,891 14,600 1,610,586 2,089,461 
Gravel and sand (other than glass or molding)..................2eee0e. 450,612 453,332 30,045,620 20,469,364 
ee LO EMR sv ac:c s.cevtceecvectncepesesasecgeseeee 188,013 187,474 12,597,335 8,782,168 
en PCE oa, oA Us ove: deoe dN + Rib 0 eihiet aba cle heeenestcsluece 34,671 33,865 2,455,257 2,746;249 Ger 
eS Ms kc aio biae had & 00 a bhs bgp oline wesley oN hee ee heen 6,807 9,191 661,851 1,140,676 
Petroleum, a ae ual oninet oc 59,549 50,778 4,471,983 9,337,213 
Asphalt (natural, by-product, or petroleum).............ceeceeecseeece 24,285 25,731 1,855,959 3,759,289 
en Te egw uke Wa tcomeddeectcac. 28,730 35,472 2/103,229 4;103,906 REC 
Phosphate rock, crude (ground or not ground).............ceeeeeeecees 27,408 26,177 1,567,140 1,792,660 
EE io on v6 sare 646.5 0565 V6 0d 05 9 be SoS fe ab 64 AT Oe 6 oe boe-00 8,640 11,248 904,566 1,265,114 
ee ee Pe Oe, DD ois. 6.0 cw9se 5005.50 0sws tic baseewtbeneeccaacadads 178, 840 186, 568 14,163,712 13,958,609 

Pe CGn SUES Oe WNON oy x oty:e: +. 6 0's00 0 Taghieb 005.0 MEER yO aeessecddiee 3,259,214 3,088,854 291,307,462 307,642,844 







GROUP IV. 





Products of forests (C. L.) 





















SST Re eat OP St PL ee AD ADELE POE ION EO eT 243,054 251,690 8,680,247 5,097,328 B 
es Se: Ls 5s badd se eive oh ages 6 a60 eso meoeeesene coh henes¢ 45,864 53,612 2,632,761 5,624,412 
UD 2h, Sci gidin eg ka as seh SRS KOe 645 GAS WOT RESS a0 s Pica e te kewee bea ses 30,284 30,957 999,566 843,499 
NN od In ah cic CES USaeln iS Hs oR SO SSE 6s 6 4d Ha% 0s sa Segas aes 37,1388 30,080 1,966,908 3,442,392 
RN MS SI Ss nik A do 0'CS 5% HD ORME CUTE A oo 400 EN 6 Tia bielsln's 00 eab¥se mode as 41,919 53,681 : 2,335,704 2,325,879 
SCN IR aS hae oie cic co's ccc BS cescccveccnedde’> 388,667 453,980 28,157,350 69,032,980 
ees OR ON CODON OS. TBTOEIIEB 6 oes pc ccsgecerceseceeoeecsccesseece 35,899 37,434 1,745,663 4,660,220 H v2 
ee odes oo cc's 5 1.3.0.0.02 0d abies ocepeee.catvicscsasadeac’s 2,820 2,767 147,439 . 470,167 4 
ORCL Fy Oe Bic SUSE Cok US ocd os aM aaa Ds cSt aeES Ew ous chews eee 8,445 9,964 289,610 645,446 Colo: 
EE AUR R a, ah te ae ad 0.4 4'n. 0-6-0 0:0.0'0 46 eR COS 0 60S bhe Contec ceeebuet 918 969 63,508 214,458 
on Sere OTe Pees Ce ere EOP TT eT ee Eee 3,879 3,659 234,651 860,841 ish I 
I, SO os Bing kde 0.0 ceo blecele Vea eho 60s vse cbu ces 26,990 29,192 891,348 1,728,007 1 , 
Sys tape TEL, FR ee ee ees Ot Ee ; 957,985 48,144,755 94,945,629 to W 
Ame 


GROUP V. Manufactures and Miscellaneous (C. L.) 
























































Petoleum oils, refined, and all other gasolines................ccccceeees is 395,520 21,783,682 63,792,685 
Fuel, road, and petroleum residual oils, N. O. S...........ccccccceeeces 75,019 71,933 4,337,195 10,242,772 
en Ao ss Sas 6 Bu alos Gentes bas ects eneaecées 46,302 45,854 2,130,093 6,404,779 
Soa a gira bidn Ss 00 0:0 Biv we 0 0ss www peee ct cetbwess 3,090 2,892 145,627 388,060 
errs. aah Leak be cos oa Mees ooo be RE be Ewa dpe een alow eee 5,418 5,465 324,325 912,191 
TL dee cha Do tlen ed Rprenda aid sd+ aS'c.6 fe.00.0-bbun §0 bees sO smene acnese 3,101 3,191 161,512 522,434 433 C 
I a a NG aig inh A big a Sine 6a cliassicreea bene o.6b'6 Wako 3,130 3,166 231,450 783,288 San | 
I a 2 Sk Lid ale owas cw eis ae be Dies & b.adiek.s kes bob ebbouss 29,454 37,507 2,056,256 7,071,374 
Table sirups and edible SS EE LEENA 1 8S ERROR CRN 7,072 7,898 485,565 1,437,996 
molasses, DIACKStTAp, ANd Beet residtaal..........ccccccccsccccticcccscccce 4,038 3,641 304,697 779,950 
Te ea le ee Aa aay alk ies Aue k dvlew ws eis td aes oes sc Hs 6008 36,653 35,518 2, 867, 823 3,389,936 
Iron and steel, rated 6th class in official classification, N. O. S......... 24,022 23,756 1,826,218 2,056,725 
Rails, fastenings, frogs and switches...... s4baiedee DEM eae tase besoaey 19,181 14,683 1,471,342 2,483,191 
a I Sok ok a baime dibs debwscine obec beets 24,132 22,317 1,355,343 3,403, 661 
meee ue en eee. meee eee, IN. ©: Boa osc ccc ccccceccccccccqceccscecs 40,532 41,482 3,075,173 10,12%,891 
Iron and steel: Nails and wire, not WoVeN...........ccecccccccccecccece 16,735 15,316 765,170 2,218,211 
Iron and steel, rated 5th class in official classification, N. O. S. (also 
tin and terne NG es Gs SESE Ye Fe ke eh ON Se OU Cetes tebe deucactecsee 257,509 260,528 15,263,603 36,043,501 
en I, MI Ns i 5's ods acic c d:bibre'ie'sic.e 0c oe baie oo Sasccscecec 5,249 5,329 754,918 1,719,436 
Copper, brass, and bronze: Bar, sheet, and pipe................ecececee 3,236 3,506 193,150 609,282 
ee ee ee I, SO ON Ss oc 6 ora cu. 0.0.0s'005.06.0% b0cdebeccesstdoaee 7,386 9,442 1,024,217 2,239,653 
SRE, OEE, GA 3 65d 0.0 0's 005050 bs ose cic ct cidececcoeece 738 920 55,646 214,107 
NINN UNNI IIIS Sogo Wid 2h ihatc seed did bib ie's le id's bG.0 d-0ic 0-600 008% 8% 56,261 54,199 2,308,249 9,554,190 
Cet, MACER GE HOPCINNG CHUTGINE) «0.60.5. o ccc ccdcccccccccceccccccece 198,124 208,669 13,904,692 20,324,884 
eS aah OMNIBUS ATSB ile Gb hd fans. 0 i 6 86 'b Seb ora's. Use dine 4.6.00 60008 60,971 62,782 3,678,068 4,375,713 
Brick, N. O. S., and building Saath alla ive Wihlx b dct a eierdg b Wind. ab.o.6 6-0 wid'e 80,183 79,223 5,139,942 7,770,935 
Artificial stone, EE patel is Tr Gal Ss NR gr Re rR a ae eg 6,524 6,486 334,808 585,934 
ey CaNnINNARL, CUNURDEE WNP MMIORIDY 8S , s 5 0 0:c o's 0000 devs od 60% Ueincc ceeeecis 35,343 38,801 1,528,776 2,635,090 
Plaster (stucco or wall) and dry kalsomine......................2 20223 25,217 26,443 1,489,592 2,820,807 
Bewer-gine Gme Grain tile | (nat mista). i...icks. Gis cece cicdineccdsicccccecs 43,454 43,224 1,390,281 2,783,243 
Agricultural implements and parts, N. O. S.........ccccccecccccccccece 26,144 26,250 744,439 4,495,147 
Vehicles, horse-drawn, and parts, N. O. S........ccccccccccccccccuccces 1,851 1,878 54,456 278,249 
SE SEAS Ea Oe enn! 10,009 10,256 290,157 1,805,865 
DUMAITEY COT WNOSIE, GICH AN CTUCKH. ..-.o6o oo occ ccc ccc bic cbcccdoccccccces 3,428 2,801 163,626 "459,253 
eI WEIN 554.6 dS 6 6 o'r 85lb 6 bbs o0siy'o oa bob's Bele 60 dd)e% 00.0640 Be 180,901 182,434 3,093,443 36, 136, 617 
Ia thas tng dk we nad Bibi ogi bln ne Ce dliw & Ké Grd Hise iasibielelo.e 0 bKGN ances cee 8,911 9,837 201,656 _ 1,920,157 
Automobiles and autotrucks, K. D. and parts, N. O. S................. 60,201 68,200 2,551,516 10,800,623 
NS “UIE UNO acc ccc ccc cet cnccccceccoccccvececie 14,103 15,698 548,417 2,981,077 
I OU eT cA Oe Nic Foe beh c's diva h oak cee CS Sobek sc eece kao cencee dy 4,345 4,397 122,945 610,807 
ea SMU UNONIR SUROIR GS 60) 55565015 << oieic-c.srcdcles ceiknd 63 bea oSere cnccece 22,805 25,862 506,768 3,536,710 
“Wns uelmive Be gut +a eGth-ih aasinindln.e 5 ia aaieid.a Sis d<wwia'ya-ne' yd o's seo hece 12,854 13,178 437,832 1,626,544 
BN se an 08. F esl s.e0:s 04 MED BAIT RE OBA VPN ES. are Sa: 5 GoRaislale Sawsicinn.gece'n vib'dio'are 29,989 30,892 837, 822 943,145 
Fertilizers, I MgB ark wae a ele Al 9 ob ale aig 6 4 «vido 6 4-4ck ke En'o o's cdo wes ae 168,939 162, 251 6,364,071 12,067,832 
I Ser hse ot eshs. Siadecseek sce ce caeteitccckc cee 14,818 31,845 1,915,895 3,878,535 
EO sh Be a ine ok a 50'wiahe Whim 0A5.0.).0 40d 0b.0 0b 00000 ee naar 19,263 19,530 1,004,124 2,606,452 
EE UN WI WIR diahg 8 ob 055-5652 bth sb wd o's dbo vine wlew.icceccneucs 3,108 3,078 171,586 ‘ "489,263 
Ne ed a ee. A og 5 a othe obab\ein tiers xvid nee ieaeod anes oiede 11,878 11,854 756,054 1,394,565 
INE OE NG GES Ford ONES gies ¢-4'c's 6 cre 6 0 vive 6ws noe ee k'Scasvcocie 5,582 5,298 211,033 1,586,901 
Cotton ¢leth and cotton fabrics, N. 0. S..oi.. ccc ccccccccccccdcccccccne 13,586 - 13,382 383,717 1,703,884 
Bagging and bags, burlap, gunny, or jute...........ccccccccsccccccccce 5,189 5,026 192,308 736,979 
Canned food products, N. O. S 43,469 2,157,335 8,516,728 
Tobacco, manufactured products. 2,613 136,342 881,542 
Paints in oil and varnishes 6, 827 313,948 1,180,820 
8 Rees ae ai 38, ‘465 2,749,387 1,682,780 
UU Sone os edi gv. co aco wb: ob ce osc ddl c Konwccncc'n 75,528 75,548 4,579,753 6,157,232 
ne Sn RE SOIR MURUNI Fs Ss sisshseoielncbc'ec cc ccccedcccecsos 17,273 17,313 907,735 2,367,585 
Paperboard, pulpboard, and wallboard (paper)........................ 26,625 28,109 1,256,704 2,982,761 
Building paper and prepared roofing materials....:.............+00000.6 29,595 29,748 1,332,311 3,464,573 
Building woodwork (millwork).............ccccccecceccceccee, ans .boean 7,998 8,457 456,040 1,567,735 
Soap and washing compounds......... 13,125 13,263 538,089 2,008,815 
Glass, flat, other than plate.............. 4,398 4,017 271,078 913,066 
Glass: Bottles, jars, and jelly glasses 22,349 23,303 937,398 3,043,052 
Manufactures and miscellaneous, N. O 693, 625 715,736 29,255,009 87,333,393 
Total manufactures and miscellaneous 3,092,660 3,180,506 155,824,407 419,850,696 
INT ROMINN MONUCIN BONING i is 5 Sud ds wc sc aids Cale ch obnc cco beeen 8,625,164 8,720,246 549,137,515 1,023,989,150 









Wie Cine Glew a 6 SUM a © oS die 66 94 OES OTFCC 6 ac d%s oe dee cesscce rere 15,680,915 
re ee ee oocces oe sewee 564,818,430 


125,194,324 
1,149,183,474 
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UNITED FRUIT COMPANY | | TRANSMARINE LINES 
Direct Service 
Sa > Steamship Service <é@> 


T LOS ANGELES (witmington—Berth 188) 
General Offices, One Federal St., Boston, Mass. 













SAN FRANCISCO (Pier 39) 
OAKLAND (Grove Street Pier) 
































Intercoastal 
REGULAR FREIGHT SAILINGS Ot citar tre one . 
Between “> er 
‘ Central pees of New Jersey St ee 
New York New Orleans re Ee SUTERMCO 
. RCS Se SUNEWARKCO 
Boston and San Francisco December 5............... MRE AS SUCARSECO 





AND ALTERNATE WEDNESDAYS THEREAFTER 






and 









a Gulf-Intercoastal 


MOBILE, ALA. (fitta Pst pocks) Steamer 
RS pee ree SUPORTCO* 


ee 





Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 


to West Coast Ports of Mexico, Central and South | [| + December20.................... SUTO 
America. AND ALTERNATE THURSDAYS THEREAFTER 


*Also calls at Seattle, Wash. 


TRANSMARINE LINES 
























For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 
















433 California St., 17 Battery Place, $21 St. Charles St., Port Newark Terminal General Offices: 

San Feandions; Cal. New York. N. Y. New Orleans, La. Telephone Mulberry 4300 5 Nassau St., New York City 
Long Wharf, 140 S. Dearbern St., RP pean tae 
— es “Oakland, Pittsburgh, hy Ee ng Le ay E 









Fast Freight Service : Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 












From Veracruz to: 

Mexice City - - 23 hours 
Pachuca- - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico - 47 hours 
Pachuca- - - - 47 hours 

























The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 








Weekly Services: New York (Ward Line) 


New Orleans (Cuyamel Line — Mexican- , ‘ , ‘ 
American Line.) For complete amma: communicate with 














F.P. Delores. Ges. Agent Alem ye ede™ 
. e e 1615 renn 1 
Through bills of lading issued by New York City ~ ao, ch. Bldg 
steamship lines to all destinations —F.N. Puente, Gen. Agt. A. Horcasitas,Com. Agt. _F. C. al 
on the National Railways of Mexico 1 Monadnock Bldg. 414 Whitney Bank Bidg. 301 Marquette 2 Bulls 


THE TRAFFIC WORLD 


Questions and Answers 


In this department will be answered questions of both legal and 
nature that confront persons dealing with traffic. A specialist 
on interstate erce law, whois a member of our legal department, 
will give his opinion in answer to an le question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions wap yy Wy practical traffic 
blems. We do not desire to the place of traffic man but to 
help him in his work. ‘ : 
The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that Savaives a situation too complex for the kind of investigation 


Address Questions and ent, 


Traffic Service Corporation, Mills Building, Washington, D. C. 


Company Material Rates Applicable in Connection Therewith 

California.—Question: Carrier purchases a commodity 
f. o. b. junction point, which moves within a single state on 
commercial billing over another line from point of origin to the 
junction point of the purchasing carrier. 

The purchasing carrier moves the shipment deadhead on 
company waybill from its junction point to a point in another 
state. 

The intention at the time the shipment was made from point 
of origin was to move to the destination in another state. 

The bill of lading covering the commercial contract of 
carriage from point of origin to the junction point of the pur- 
chasing carrier showed the purchasing carrier as consignee, and 
the junction point as the destination. In the body of the bill 
of lading, for the information of the purchasing carrier’s em- 
ployes, the final destination to the point in another state was 
shown. 


The intention to make a movement in interstate commerce 
is admitted. 

Is the movement from point of origin to the junction point 
a movement within a single-state, subject to the jurisdiction of 
the Interstate Commerce Commission? 

Please consider the fact that the commercial contract of 
carriage is completed at the junction point and that the move- 
ment from the junction point to destination in the other state 
is a private carriage and not for hire. 

Answer: In A. Bushnell vs. St. L. & S. F. R. R. Co., 46 
I. C. C. 445, a similar question was before the Commission. The 
‘Commission, in holding that the shipments were interstate in 
character, said: 


Complainant testified that the piling was company material of 
the Iron Mountain; that the consignee was an official of the road; 
that although the shipments were consigned to Clayton in accord- 
ance with instructions of the purchaser, this was merely as informa- 
tion; that they were intended to be delivered to the Iron Mountain 
at Bridge Junction, and were actually received by that road at that 
point; and that he had no interest in their transportation beyond 
the junction point. Complainant’s sole contention is that these were 
intrastate shipments from Lepanto to Bridge Junction, and that the 
rate legally 2 was the intrastate rate from and to those 
points, stated by the defendants to have been 5 cents. 

In Rates on Railroad Fuel and Other Coal, 36 I. C. C., 1, 8, we 


“It is well settled that the character and nature of the movement 
of the traffic, that is, whether the movement is a through or local 
movement and not the mere accidents of billing, determine the nature 
of the commerce and the rate applicable.”’ 


Rates—Application of—Water-and-Rail Transportation 


Missouri.—Question: On March 27, 1928, a shipper at New 
Orleans, La., negotiated a through straight bill of lading with the 
Mississippi Barge Line on car containing 79 casks chlorate of 
potash, 43,540 pounds, destined to Ferguson, Mo., with no routing 
whatever shown on the bill of lading. It is our contention that 
even though this is through water-and-rail haul, that is, barge 
line to St. Louis and rail haul via Wabash from St. Louis to 
Ferguson, which is only a distance of about 18 miles, that the 
consignee is entitled to St. Louis combination of 43 cents to St. 
Louis and 15 cents beyond, these rates being published in Mis- 
sissippi Barge Line Tariff 2-H series to St. Louis, and Wabash 
E-12800 beyond. 

The bill of lading shows that the shipment originated from 
the steamship “Gand” from Europe. The Wabash and the 
barge line claim that, in view of the fact shipper negotiated 
through bill of lading in connection with water-and-rail line, then 
the only lawful rate that can be applied is the through domestic 
fourth class rate as published in Mississippi Barge Tariff 6-F, 
I. C. C. A-144. It is our further contention that the port-to-port 
rates on the barge line are not subject to jurisdiction of the 
Interstate Commerce Commission, and, in view of this fact, con- 
signee is entitled to port-to-port rate of 43 cents to St. Louis 
and rail rate beyond and that this combination can be applied 
and is the lawful combination to be applied because the Com- 
mission has no jurisdiction over port-to-port rates of water car- 
riers and the fact the shipment moved on through bill of lading 
would have no bearing as to application of the rate. 

Answer: In our opinion, if a shipment moves by a water-and- 
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rail route over a common arrangement for continuous Carriage 
as, for instance, on a through bill of lading, the rates of 
carrier by water on file with the Interstate Commerce Co 
sion must be assessed instead of the port-to-port rates of that 
carrier. ; 

See, in this connection, In the Matter of Jurisdiction Oy 
Water Carriers, 15 I. C. C. 205; Chrome Steel Works vs, N, y 
& N. J. Steamboat Co., 51 I. C. C. 726; Southern Pacific Con, 
pany’s Ownership of Atlantic Lines, 43 I. C. C. 168. In the latte 
case the Commission, on page 179, said: 


There are no through rates from interior Atlantic seaboard poip 
via the Morgan line to Galveston. The Morgan line, in connection 
with its port-to-port rates from New York to Galveston, absorbs 
rail rates from certain interior points_to New York, but these port. 
to-port rates are not filed with the Commission. The record shows 
that it is not uncommon for rail carriers to receive shipments a 
interior points in Atlantic seaboard territory billed by the shipper 
care of the Morgan line, to a consignee at Galveston. Such shipments 
are carried by the rail carrier to New York, there delivered by the 
rail carrier to the Morgan line, and then carried by the Morgan 
line direct to Galveston. An officer of the petitioner stated that jp. 
terior shippers were advised not to bill their shipments through t 
Galveston in this manner and that whenever possible the Morgan 
line issued its own port-to-port bill of lading to the shipper. This 
official also urges in justification of the practice that there was no 
arrangement between the rail carrier and the Morgan line for cop. 
tinuous carriage. It is clear that there is frequently no actual] or 
constructive intervention of the shipper or his agent at the port of 
New York in such cases. It is also clear that the rail carrier 
issues a through bill of lading and that the water carrier receives 
the shipment direct from the rail carrier and transports it in ae. 
cordance with the directions the shipper gave to the rail carrier, 
Under these circumstances there seems to be no room for doubt 
that such shipments are continuous shipments carried under a com- 
mon arrangement between the carriers. Shipments of this character 
clearly appear to be through shipments subject to the provisions 
of the act to regulate commerce and the failure of the Morgan line 
to file its rates applicable upon such shipments appears indefensible, 


Limitations—Waiver by Shipper of Statutory Provisions Govern. 
ing Action for Undercharges 


California.—Question: Kindly refer to your answer to “New 
York,” on page 848, of the October 13 issue of The Traffic World, 
under the above heading. 

In the Kansas City Wolf case, the U. S. Supreme Court 
held that section 16 of the act barred the right as well as the 
remedy, and that liability could not subsequently be revived 
after the running of the statute. Therefore, in view of the de- 
cision of the federal court in T. M. Partridge Lumber Co. vs. 
Michigan Central Ry., should this not be considered as a case 
of money paid in error, rather than an overcharge? Of course, 
if a written waiver had been given before the statutory period 
had expired there might be some doubt, but, as I understand 
the question, the waiver consisted in the payment of the charges 
after the three-year period. 

Aside from the above, under provisions of subd. (d), para- 
graph 3, section 16, of the act, “If on or before expiration of the 
two-year period in subd. (b) or three-year period in subd. (c) 
a carrier collects charges in respect of that service, said period 
shall be extended ninety days from the time such charges are 
collected by carrier.” 

The Commission, in Abels & Taussig Lbr. Co. vs. C. M. & 
St. P., 115 I. C. C. 205, has held that in the event a carrier col- 
lects charges after the expiration of the two-year period pro- 
vided for in subdivision (b) of sec. 3, the shipper has ninety 
days within which to present his claim. And this reasoning 
should apply equally with regard to the three-year period. 

Subdivision (c) of the same section reads: 


For recovery of overcharges, action at law shall be begun or 
complaint filed with the Commission against carriers subject to this 
act within three years from the time the cause of action accrues, 
and not after, subject to subdivision (d) (which grants the 90-day 
period of grace), except that if claim for the overcharge has been 
presented in writing to the carrier within the three year period of 
limitation (which includes the 90 days additional), said period shall 
be extended to include six months from the time notice in writing 
is given by the carrier to the claimant of disallowance of the claim, 
or any part or parts thereof, specified in the notice. 


Now, as I understand the question, claim for overcharge 
was filed with carriers, who declined same, and if claim was 
filed within ninety days from date of collection by carriers, the 
shippers should, under subd. (c), have the benefit of six months 
from the date of written declination by the carriers within which 
to file complaint with the Commission. This argument has the 
weight of justice in its favor. 

Answer: While the party who paid the overcharge or his 
assignee had a right, under the ninety-day provision of subd. (d) 
of paragraph 3 of section 16 of the interstate commerce act, 
to recover the overcharge, that question was not involved, for 
the reason that the ninety-day period had expired. The Part- 
ridge case, to which you refer, is not in point, even though its 
holding be affirmed by the Supreme Court of the United States, 
as it involved the recovery of an amount erroneously refunded 
by a carrier as an overcharge. 

In the instant case, the amount which was paid by the con- 
signee after the limitation period, within which the carrier 
could have brought suit for recovery of the undercharge, is not 
an amount in excess of the tariff rate, but an undercharge, which 
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the consignee could have refused to pay and which the carrier 
could not have collected had the carrier brought suit and had 
the consignee pleaded the three-year limitation provision of 
subdivision (a) of paragraph 3 of section 16 of the act. The 
Partridge case covers an overpayment or refund by a carrier 
of part of the legally published rate after. collection by the 
carrier of the legal rate, the refund being made by mistake at 
the time the carrier undertook to refund an overcharge, an 
amount in excess of the overcharge being refunded through 
error. The Partridge case, therefore, is not, in our opinion, in 
point for the reason that in the instant case there has been no 
overpayment after the collection of the legal rate, but merely 
a payment of the difference between the charges paid upon de- 
livery of the shipment and the lawful tariff charge, although the 
collection of the amount could not have been had had the con- 
signee availed himself of the provisions of subdivision (a) of 
paragraph 3 of section 16 of the act. 

Routing and Misrouting—Terminal Delivery by Switch 

Movement 

Pennsylvania.—Question: Noting your answer to “Mis- 
souri,” page 898, October 20, with reference to “Maryland,” page 
716, September 29, 1928, issues of Traffic World. 

If, for reasons of our own, we should intend to “short-haul” 
and “short-revenue” the ultimate delivery carrier at a point 
“common” to the initial carrier, or an intermediate carrier, with 
absorbed switching movement, must our bill of lading routing 
read “ R. R., delivery by switching?” 

When we route a shipment merely “ R. R. delivery,” 
which leaves the intermediate routing to the initial line, for a 
“common” destination, is the initial carrier subject to possible 
penalty under paragraph 9, of section 15, of the act, if it should 
elect to “short-haul” and “short-revenue” the ultimate delivery 
carrier? 

Answer: Where the term “delivery” is used in connection 
with the terminal carrier specified in the bill of lading, it is 
the duty of the initial carrier to forward the shipment via a 
route affording the shipper the cheapest rate. If the cheapest 
rate applies via a route which gives the terminal carrier a line 
haul, the shipment must be forwarded via that route. If, how- 
ever, the cheapest rate applies via a route which gives the 
terminal carrier a switch movement, the shipment must be for- 
warded via that route. Kanotex Refining Co. vs. A. T. & S. F., 
115 I. C. C. 559. 

If a switch delivery by the terminal carrier is desired by 
the shipper and the rate applicable via a route which gives the 
terminal carrier a line haul is the same as the rate applicable 
via a route which gives the terminal carrier only a switch move- 
ment, the initial carrier may forward the shipment via either 
route without incurring liability for misrouting, although it will 
in all probability take its long haul. Therefore, if a shipper 
desires that a terminal carrier receive a switch movement some 
term other than the term “delivery” should be used to insure 
such routing by the initial carrier or to predicate liability for 
misrouting for failure to follow the shipper’s instructions, in 
the event that the duty on the part of the carrier to forward 
the shipment via the cheapest route did not require the initial 
carrier to forward the shipment via a route which would give 
the terminal carrier only a switch movement. 

Routing and Misrouting—Company Material 

Texas.—Question: Recently some standard gauge railway 
cars were shipped for us from a point in State A on the X R. R. 

These cars were moving to and for use on a construction 
job in State B, which was covered by a contract we hold with 
the delivering carrier. Under the terms of this contract we 
are entitled to refund of that line’s proportion of revenue cover- 
ing this shipment, therefore, we furnished the shipper with a 
route which would allow the delivering carrier the greatest reve- 
nue. The agent at point of origin signed bill of lading carrying 
this route without any exception. 

The waybills covering were issued carrying a different route 
from that mentioned in bill of lading. Cars moved to destina- 
tion via route on waybills and the delivering carrier received 
less revenue than it would had cars. moved via route specified 
on bill of lading. 

The X R. R. acknowledges error in route, but refuses to 
make refund of the difference in revenue for the account of the 
X R. R. 

Kindly give us your opinion and reference to any decision 
of the Interstate Commerce Commission covering this subject. 

Answer: Under the Commission’s decision in Switzer Lum- 
ber Co. vs. T. & N. O. R. R. Co., 21 I. C. C. 290, the initial carrier 
is liable for misrouting in not forwarding the shipment in ac- 
cordance with the shipper’s routing instructions. However, at- 
tention is directed to the Commission’s decision in Beekman 
Lumber Co. vs. St. L. & S. F. R. R. Co., 21 I. C. C. 270, relating 
to the matter of the payment of less than the tariff rate up to the 
junction point with a carrier purchasing company material. In 
this case the Commission, on pages 272-273, said: 


This case is a clear example of a practice, which appears to 
have obtained for some time, under which carriers, buying what will 
ultimately become company material, contract with shippers located 
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off their lines and agree that if the vendor will bill the shi 
beyond a designated junction point, at which their own lines g 
the lines of the initial carriers meet, the purchasing carrier wil 
absorb its own division of the joint through rate and the ship), 
assume only that portion of the joint through rate which acem,, 
to the initial carriers as their division of the rate up to the junectig, 
point designated in the billing. This practice results in the applica. 
tion of a portion of a joint rate from the point of origin to the june. 
tion point for the benefit of a particular shipper, which is not pub. 
lished for the public at large nor filed with the Interstate Commery 
Commission under section 6 of the act. 

Nor is it material whether the contractor for a carrier, or 
purchasing carrier itself is the consignor. In either case the ghj 
ment should be billed and continuously transported from point 
origin through the junction point of the purchasing carrier and tp 
the point of final destination on the purchasing carrier’s line, 
purchasing carrier is then clearly entitled to its division of the join 
rate and the charge which it must pay on its shipment of materia 
to the junction point is the division of the rate accruing to th 
initial carrier and connections, if any, up to the junction point jy 
question. If the shipment is billed, or is actually carried, only to th 
junction point of the puchrasing carrier, whether the carrier or jt 
contractor or other private party acts as consignor, the division ¢ 
a joint rate can not apply unless this division has been lawfully pub. 
ee applicable to movements to such junction point for shipment 

eyond. 





Weights—Carriers vs. Shippers 


lowa.—Question: We have a car of scrap paper that wa 
loaded in a car for transportation via an all-rail route and the 
shipper had what he considered a very accurate check on the 
weight of this scrap. However, the car was weighed over , 
railroad track scale, and the railroad scale weight was abou 
5,000 pounds in excess of the shipper’s weight and the shipper’ 
weight was the weight on which the invoice was based. |p 
other words, the shipper is being forced to pay freight charges 
on more weight than the invoice weight. 

Will you please advise if there is any ruling on a matter 
of this kind, as the carrier has refused to refund freight charges 
down to the invoice weight? 

Answer: The Commission has said that a carrier should 
not be required to accept a weight as ascertained by shippers 
on their private scales. Providence Fruit and Produce Ex. 
change vs. Director-General, 66 I. C. C. 300. It has, however, 
where a carrier’s weights were questioned, given consideration 
to weights found by a consignee on his scales at point of des. 
tination. Woolman & Co. vs. Pa. R. R. Co., 44 I. C. C. 530; 
Aetna Portland Cement Co. vs. D. G. H. & M. Ry. Co., 46 I. C. 6. 
407. Nevertheless, inasmuch as disputes as to the weights of 
past shipments raise questions of fact which are quite difficult 
of determination, evidence of a very positive character as to 
the incorrectness of the scales by the carrier is necessary before 
another weight will be substituted therefor. See Monon Lumber 
Co. vs. Director-General, 109 I. C. C. 429, in which the Con- 
mission, on page 430, said: 


We have repeatedly expressed the view in cases involving claims 
for refunds of charges based upon alleged improper weights that the 
scale weight must govern in the absence of convincing proof of error. 
Noble vs. D. & T. S. L. R. R. Co., 20 I. C. C. 60; Skallerup Bros. vs. 
A. T. & S. F. Ry. Co. 44 I. C. C. 266; Lowry Lumber Co. vs. Director 
General, 57 I. C. C. 635. Complainant’s evidence proves only that the 
actual weight of the car was 4,000 pounds greater than the marked 
weight, and upon that weight complainant is entitled to reparation. 
Were we to base our opinion in cases of this character upon the 
invoice weight of the shipment the door would be open to collusion 
and fraud, making rebating an easy matter. Complainant’s state- 
ment to the effect that the invoice weight was obtained from some 
unknown agent of the carrier is not proof that the scale weight was 
incorrect, nor is this shown from the fact that the marked tare weight 
of the car was somewhat less than the actual weight. 


Conversion—Liability vs. Carrier 


Ohio.—Question: In your answer to “Ohio,” on page 1394 of 
June 2, 1928, issue, you advise that recovery in this instance 
depends on whether or not the railroad company converted this 
shipment in making delivery to the original consignee. 

Bearing in mind that a bill of lading was actually signed 
by the railroad agent four days before the delivery was made 
to the original consignee and that this bill of lading carried 
instructions for the return of this shipment to the shipper, would 
not then this bill of lading as presented to the railroad company 
be evidence of the fact that the shipper was the owner of the 
property and if, after signing such bill of lading, the railroad 
company delivered to the original consignee, that is conversion 
on the part of the railroad company, ‘it is our contention that 
the railroad company converted this shipment when they made 
delivery contrary to the bill of lading, which they held. 

They decline payment, however, of this claim because of the 
fact that our claim is filed for only the actual loss in this matter, 
which, in this instance, is the cost of a legal action in justice 
of the peace court at destination, it being necessary to sue this 
party in order to recover the value of the shipment. 

It is our contention that had we made no effort in this mat- 
ter, the railroad company must have paid us the full invoice 
value of the shipment because of their conversion, and it would 
then be up to the railroad company to recover from the original 
consignee for their loss in the matter. 

Knowing also that it is our responsibility to mitigate dam- 
ages if at all possible and, in view of the fact that legal action 
had been started against this party, we continued our action in 
the interest of mitigating the damages in this matter. We hold 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-te-Coast—Via Panama Canal 


Vv Baltimore yorseme ond Los An 
Ne Ship Arrive Depart | Arrive— Aavivess 

BORE Sailed Sailed Nov. 20 Nov. 25 
: ALMA Sailed Nov. 9 Nov.15 | Dec. 6 Dec. 11 
3 PENNMAR | Nov. 18 Nov. 22| Nov. 24 Nov. 30 | Dec. 21 Dec. 26 


5 YORKMAR | Dec. 3 Dec. 7| Dec. 9 Dec. 15 Jan. 5 Jan. 10 


§ MASSMAR | Dec. 18 Dec. 22| Dec. 25 Dec. 30 | Jan. 20 Jan. 25 
OO ———SS——SSS=_==  __aanananh2EL. 6 
San Francisco 

Voy Oakland Portland Seattle 

No. Ship Arrive Depert Arrive Depart Arrive Depart 
3 CUBORE Nov. 27 Nov. 30| Dec. 3 Dec. 4|Dec. 6 Dec. 8 
5 CALMAR Dec. 13 Dec. 16} Dec. 19 Dec. 20 | Dec. 22 Dec. 24 
5 PENNMAR | Dec. 28 Dec. 31} Jan. 3 Jan. 4| Jan. 6 Jan. 8 


5 YORKMAR | Jan.12 Jan. 15/| Jan. 18 Jan. 19 | Jan. 21 Jan. 23 
5 MASSMAR | Jan. 27 Jan.30| Feb. 2 Feb. 3| Feb. 5 Feb. 7 
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What Some of Our Clients Have to Say 
About Our Service 


“ANTICIPATORY” SERVICE 


We try to sense the welfare of our clients. 
“Watching” Service tries to anticipate their 
needs. 
Mr. B. J. Hamm, Mgr., 
Traffic Service Corporation, 
Washington, D. C 
Dear Sir: 

This will acknowledge your valued favor of 
the 16th inst., enclosing a copy of the tenta- 
tive report in I. C. C. 16443, Birmingham 
a Company vs. A. B. & A. Railway Co. 
et al. 

Your service is very much appreciated and 
we thank you sincerely for the attention we 
are receiving in matters of this kind. 

Yours very truly, 
THE G. H. MEAD COMPANY 
(Signed) T. T. WEBSTER, 
General Traffic Manager. . 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 
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that the railroad company did convert this shipment and, by 
such conversion, became liable to us for the full invoice value. 

We can mitigate our damages, because we did recover part 
of the amount due on this invoice from the original consignee, 
it being necessary, of course, to pay our legal representative 
a part of the amount recovered and that represents the actual 
loss and mitigated the actual amount of damages by the amount 
actually paid to us over and above the expenses of such legal 
action. 

The railroad company refuses to consider this conversion 
part of the claim at all and declines payment of the claim, 
stating that the nature of this claim is special damages and 
recoverable through claim channels. 

Can you give us any further information that would enable 
us to recover in this matter? 

Answer: Except the carrier be liable in conversion for the 
value of the goods, it is not liable in any amount, in our opinion, 
for it cannot be held responsible for expenses incurred by a seller 
in recovering the purchase price from the buyer of goods sold 
on credit. 

If, under the contract of sale, title of the goods had passed 
to the consignee there was no conversion on the part of the 
carrier unlses the consignee had, by his refusal of the shipment, 
given the seller the right to repossess himself of the goods and 
bring an action for damages for breach of the contract of sale. 
As to this question, see Sterling Button Co. vs. Barrett, 171 
N. Y. 8S. 326; Coovert vs. S. P. & S. Ry., 144 Pac. 324, and sec- 
tions 311 and 356 of Vol. 24 of Ruling Case Law, on the subject 
of sales. 

However, it has been held that the delivery of a shipment 
by a carrier to a buyer, if unauthorized, is ratified by the ship- 
per if thereafter with knowledge of the facts he demands pay- 
ment of the price from the buyer and he thereby estops himself 
from suing the carrier for conversion. Midland Linseed Co. vs. 
American Liquid Fireproofing Co., 166 N. W. 573, writ of error 
dismissed (1920), 254 U. S. 610. 


Refusal of Damaged Goods by Consignee 


Minnesota.—Question: Will you kindly advise if there has 
been a court decision on the matter of returning spoiled canned 
goods to the carrier. If there is a decision of such a nature, will 
you kindly give us reference? 

Answer: Although there is some authority to the contrary, 
where the goods are injured during transportation, or part of 
them are lost, the consignee, it is said, cannot abandon the con- 
signment and sue for the full value, but must accept the goods 
as tendered or the portion tendered, and sue for damages. Myer 
vs. Vicksburg R. Co., 6 Sou. 218; Morell vs. Northern Central R. 
Co. (N. Y.), 16 Hun. 585; Freeman vs. Weir, 94 N. Y. S. 327; 
Central of Georgia R. Co. vs Montmollen, 39 Sou 820; Parsons 
vs. U. S. Express Co., 123 N. W. 776; Reason vs. Detroit, etc., 
R. Co., 113 N. W. 596; C. C. C. & St. L. Ry. Co. vs. Bement-Rea 
Co., 154 N. E. 32; Crinnella vs. Northwestern Pacific R. Co., 259 
Pacifie 774. 


It is impossible, it is said, to distinguish in principle be- 
tween damages due to delay and damage due to impairment of 
value by physical injury to the goods. The person entitled to 
goods shipped cannot, on account of delay, refuse to receive 
them ,and sue for the full value. However, the unlawful refusal 
of the consignee to accept damaged goods, and his action in 
bringing suit for their, value, is of no consequence where it 
does not appear that any different result would have been 
reached had the consignees received the goods in their injured 
condition and then sued for damages. G. C. & S. F. Ry. Co. vs. 
H. B. Pitts & Son, 83 S. W. 727. 

Where the goods are so materially damaged as to destroy 
their value, the consignee may, of course, refuse to accept and 
sue for the full value, since in that event nothing that the con- 
signee might do would lessen the loss and so diminish the 
carrier’s liability. G. C. & S. F. Ry. Co. vs. H. B. Pitts & Sons, 
83 S. W. 727; McGrath vs. C. & W. C. Ry. Co., 75 S. E. 44. 

As to whether a legal duty rests upon the carrier to salvage 
goods is doubtful in view of the many decisions of -the courts 
to the effect that the consignee may not refuse to accept a 
shipment which has been damaged in transit, but must accept 
the goods and hold the carrier liable for the difference between 
the value of the goods in their damaged condition and their value 
in the condition in which they were delivered to the carrier at 
point of origin. While the delivery of goods in a damaged con- 
dition at destination raises a presumption of negligence on the 
part of the carrier, the carrier may always rebut this presump- 
tion by showing that the loss or damage occurred through the 
fault of the shipper in not properly packing the shipment; that 
the goods were not received in good order, notwithstanding a 
statement to the effect in the bill of lading; or that the loss 
resulted from some cause, such as an act of God. If the loss 
or damage resulted from any one of these causes the carrier 
would not be liable and, therefore, could hardly be charged in 
advance of the determination of its liability for the damage, 
with the duty of salvaging damaged goods, as to which its 
negligence did not contribute. 
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Digest of New Complaints 





No. bey Te No. 1. Wilson & Co., Inc., Chicago, IIll., vs. C, fg 

. et al. 

Unreasonable rates and charges on cattle, calves, hogs, Sheep 
and lambs in single and double deck cars, from Louisville, kK 
to Chicago, Ill. Asks rates for future and reparation. 

No. 21574. Sioux City Brick & Tile Co., Sioux City, Ia., vs. Chicago 
& North Western et al. 

Unreasonable rates on brick, from Springfield, Ill., to Redfield, 
S. D. Asks reparation. 

No. 21575. Skelly Oil Co., Tulsa, Okla., vs. Santa Fe et al. 

Unreasonable rates and charges on steel plates, from Indiana 
Harbor, Ind., fabricated at Tulsa and billed from there as k, ¢ 
steel tank material to Panhandle, Tex., diverted to Isom, now 
Borger, Tex. Asks reparation. 

No. 21576. Johnson, Drake & Piper, Inc., Minneapolis, Minn., vs. Sea. 
board Air Line et al. 

Unreasonable rate on gravel from Montgomery, Ala., to Madison 
and Lee, Fla. Asks reparation. 

No. 21577. Rapp Lumber Co., Barbourville, Ky., vs. L. & N. 

Rates in violation of sections 1 and 3 of the act, on logs, from 
points in Georgia, Kentucky, Tennessee and Virginia to Bar. 
bourville, Ky. Louisville and other Kentucky points alleged to 
be preferred. Asks rates for future and reparation. 

No. 21578. Jonesboro (Ark.) Freight Bureau et al. vs. L. & N. et al, 

Unreasonable rates and charges on coal, from points in Illinois 
and Kentucky to points in Missouri and Arkansas. Asks rates for 
future and reparation. 

No. a iat Glue Co., San Francisco, Calif., vs. Great North- 
ern et al. 

Charges in violation of sections 1 and 3 of the act, on insecticide 
spreader, from San Francisco to Wenatchee, Wash. Asks rates 
for future and reparation. 

No. or Marr Hein Candy Co. et al., Fremont, Neb., vs. Santa Fe 
et al. 

Unreasonable rates on chocolate coating, from New York, N. Y,, 
Philadelphia, Hershey and Florin, Pa., and Chicago, IIll., to Fre- 
mont, Neb., Sioux City, Ia., St. Joseph, Mo., and Omaha, Neb. 
Ask reparation. 

No. 21581. Ramsey-Wheeler Co., Bainbridge, Ga., vs. A. C. L. et al, 

Rates in violation of section 1 and 6 of the act, on lumber, from 
— in Alabama and Georgia to points in Florida. Asks rep- 
aration. 

No. — eed Association of York, Pa., vs. Western Mary- 
and et al. 

Rates in violation of first three sections of the act on bitu. 
minous coal and coke, from points on the Western Maryland and 
from points beyond on shipments via the Western Maryland to 
East York, Pa. Asks flat. York rates to East York. 

No. 21583. The A. M. Penney Co. et al., Waupaca, Wis., vs. Green 
Bay & Western et al. 

Charges in violation of sections 1, 4 and 6 of the act, on 
potatoes, from points in Wisconsin to points in Alabama. Ask 
reparation. 

No. 21584. E. A. Stephens & Co., Denver, Colo., vs. C. B. & Q. et al. 

Unreasonable charges on wild jack rabbit skins, from points 
in Wyoming, Kansas, Montana and other states to Denver, Colo. 
Asks rates for future in all classification territories and repara- 


tion. 
No. eg > eed Associated Industries, Cincinnati, O., vs. A. 
- et al, 
Rates in violation of sections 1 and 3 of the act, on brick and 
articles taking same rates, from points in Ohio and Kentucky to 
Georgia, the Carolinas, Tennessee and Virginia. Asks rates for 


future. 
No. 21586. Ciresi Fruit Co. et al., St. Paul, Minn., vs. C. & N. W. et al. 
Rates and charges in violation of sections 1 and 6 of the act, 
on grapes, from Paw Paw, Mich., to St. Paul, Minn. Ask cease 
and desist order and reparation. 
No. 21587. Dawson Produce Co., Oklahoma City, Okla., vs. Florida 
East Coast et al. 
Inapplicable and unreasonable rate on imported grape fruit, 
from Key West, Fla., to St. Louis, diverted to Tulsa, Okla. Asks 
rate for future and cancellation of undercharges. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended November 8 totaled 24,372 cars, as compared with 30,424 
cars (revised) the preceding week and 20,406 cars in the cor- 
responding period of 1927, according to compilations made from 
carrier reports by the Bureau of Agricultural Economics of the 
Department of Agriculture. Shipments were reported as fol- 
lows: 


Apples, 8,032 cars; imports, 2 cars; asparagus, 4 cars; cabbage, 
1,136 cars; carrots, 135 cars; cauliflower, 133 cars; cucumbers, 14 cars; 
celery, 465 cars; grapefruit, 434 cars; imports, 5 cars; grapes, 3,955 
cars; green peas, 17 cars; lemons, 193 cars; lettuce, 837 cars; miscel- 
laneous melons, 104 cars; mixed citrus fruit, 161 cars; mixed vege- 
tables, 226 cars; onions, 658 cars; oranges, 911 cars; imports, 5 cars; 
pears, 294 cars; peppers, 22 cars; spinach, 43 cars; string beans, 95 
cars; sweet potatoes, 689 cars; tomatoes, 402 cars; watermelons, 3 
cars; potatoes, 5,404 cars; imports, 9 cars. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies for the eight months ended with 
August had operating income of $167,246,344, an increase of 
9.1 per cent as compared with the income for the same period 
of 1927, and for August, $20,486,008, an increase of 12 per cent 
as compared with the income for August, 1927, according to 
the monthly statement prepared by the bureau of statistics of 
the Commission from reports of companies having annual 
operating revenues in excess of $250,000. The number of com- 
pany stations in service at the end of August was 15,285,065, 
an increase of 5.4 per cent, as compared with the number at 
the end of August, 1927. 
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EXPORT 


IMPORT 
Pool Car Distributors 


INDIANAPOLIS 


Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 


ORIENT IS 
SPEEDING UP! 


Customers in the Orient are doing 
business in the new tempo—they 
want their goods in a hurry. Meet 
this demand by shipping on ‘‘Presi- 
dent Liners” sailing every other 
Saturday from Seattle to Yokohama, 
Kobe, Shanghai, HongKong and 
Manila, and arriving from the Orient 
every alternate Monday. 


To add to this schedule, seven 10,000-ton 
express ‘cargo liners’ maintain fre- 
quent, dependable service to and from 
Oriental ports. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
OCHE, I G Agt. R.W.Bruce, Gen. Agt. 
w-Ga ie 110 Dearborn St. 


1714 Dime Bank Bidg. So. 
rare Mich. Chicago, Ill. 


BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, 
76 offices in 22 countries at your service 


American Mail Line 


im 


THE TRAFFIC 


WORLD 


CONTRACTORS FOR 


Baltimore & Ohio R.R. 
mtral Vermont Ry. Co. 


THE MOTOR HAULAGE COMPANY, Inc. 2273.22." 


NEW YORK CITY, N. Y¥. 
P. O. Box 780, BROOKLYN, N. Y. ew York 
Over 150 Heavy Duty Trucks in Operation 


Eastern S.S. Oo. Lines 
Long Island R.R. Co. 

New York Central R.R. Co. 
New aoe New Haven & 


R.R. Co. 
Ocean S.S. Co. of Savannah 
Pennsylvania R.R. Co. 


Omaha’s Largest 
Merchandise Warehouse 


offers to the public the IDEAL warehouse and 
distributing service in the Middle West. 


Merchandise Distribution and Warehousing. Ideal 
offices for brokers and branch managers. Central . 
location. Reinforced concrete construction. Private 
trackage, no switching charge. Prompt city de- 
livery service. Pool cars distributed promptly. 


The Terminal Warehouse Co. 
Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


FREIGHT SERVICE 


1 02 SHIPS. Frequent sail- 
ings. Many special- 
ized types of carriers. Low 
insurance rates. Fast mail 
liners. Care and skill in han- 
dling. Prompt forwarding. 


These’ are some of the factors 
which enable us to render the 
shipper a service of unusual merit. 


INTERNATIONAL MERCANTILE MARINE COMPANY 
No. 1 Broadway, New York City. 180 N. Michigan Ave., Chicago 


A. C. FETTEROLF 
Vice-President Freight Trafic 











Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in. 
this Docket will be noted elsewhere. 


November 12—Washington, D. C.—Examiner Sullivan: 

Finance No. 7129—Joint Application of New York Central R. R., 
and N. Y C. & St. L. R. R., for authority to acquire joint con- 
— td the Lake Erie & Fort Wayne R. R. by purchase of capital 
stock. 

Finance No. 7063—Application of Wabash Ry. for authority to ac- 
quire control of Lake Erie & Ft. Wayne R. R. by purchase of 
capital stock (further hearing). 


November 12—Kansas City, Mo.—Examiner Taylor: 
er nae Wichita Board of Commerce et al. vs. A. T. & S. F. Ry. 


et 
16723—United Iron Works, Inc., vs. A. T. & S. F. Ry. et al. 
nen Steel & Wire Co. vs. A. T. & S. F. Ry. et al. (further 
earing). 


18422—Concrete Engineering Co. vs. A. T. & S. F. Ry. et al. 

Portions Fourth Section Sow. 697 and 701 of Agents Tucker and 
and Leland and Appl. 629 of Leland. 

18970 (and Sub. Nos. 1 to 5, incl.)—Perfection Metal Products Co. 
et al. vs. A. & V. Ry. et al. 

17580—W. C. Norris vs. A. C. & Y. Ry. et al. 

17594—United Iron Works, Inc., vs. A. G. 8. R. R. et al. 

17683—Butler Manufacturing Co. vs. A. G. S. R. R. et al. 

17823—-Kansas City Structural Steel Co. et al. vs. A. G. 3. R. R. et al. 


November 12—Chicago, Ill.—Examiners Money and Esch: 

17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 

ucts and Related Articles. 
21105—Armour and Company vs. Erie R. R. et al. 

1. & S&S. No. 2759—Cottonseed and related vegetable products from 
a laa territory to Central, Eastern and Southern terri- 
ories. 

1. & S.- No. 2820—Vegetable Oils and: related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

1. & &. No, 2926—Vegetable Oils in Official Classification territory. 

1. & S&S No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve. 
port and Bossier City, La. 

1. & S&S No. 3036—Cottonseed Hull Fibre or Shavings from 8S. W. 
points to Miss. and Ohio River gateways, etc. 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

I. S = No. 3121—Cotton Linters from the Southwest to interstate 
points. 

14594—-American Linseed Co. vs. B. R. & P. et al. 

14683—Spencer ay & Sons vs. B. R. & P. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. 
Abilene & Southern et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—Lever Brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 

“> yt Sub. No. 1)—American Linseed Co. et al. vs. N. Y. 8S. & 

. et al. 

17339—C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Inc., vs. A. & 8S. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. A. C. & Y 

18379—Texas Cottonseed Crushers’ Assn. et al. vs. A. & R. e 

18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q et al. 

18841—Alabama Cotton Seed Crushers’ Assn. vs. L. & N. R. R. 

18890—Lever Brothers Co. vs, B. & A. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. et al. 

19069—-Arkansas Cottonseed Crushers’ Assn. vs. C. R. lL. & P. et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers’ 
Assn. et al. vs. Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 

19194—Procter & Gamble Co. vs. A. & S. et al. 

19245—Procter & Gamble Co. vs. B. & O. et al. 

19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 

19307—National Cottonseed Products Corp. vs. A. & N. W. et al. 

19325—Southern Cotton Oil Co. vs. A. & R. et al. 
19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 
19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 

19551 (and Sub. No. 1)—Rome Soap Mfg. Co. vs. C. I. & W. et al. 

19642—Elberton Oil Mills vs. Va. & Caro. Sou. R. R. et al. 

raco Milling Co vs. A. & 8S. Ry. et al. 

20108 (and Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. B. & O. 

et al. 


20130—Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. et al. 
20161—The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596—Armour & Company et al. vs. A. & S. et al. 

20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & S. et al. 
a Plate Glass Co., Linseed Oil Division, vs. Santa Fe 


et al. 

21010—Swift & Co. vs. A. & S. et al. 

21138—Armour & Company vs. A. & S. et al. 

21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 

Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters and cottonseed hull fibre Or shavings; cottonseed meal, 
cake, etc.; and other vegetable oils. 

21132—The Palmolive Co. vs. C. M. St. P. & P. Ry. et al. 

21266—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 

21399—Kuhn Paint & Varnish Works vs. A. & L. M. Ry. et al. 
21508—Swift & Co. vs. A. & S. Ry. et al. 


November 13—Boston, Mass.—Examiner Carter: 
a _ Bigelow-Hartford Carpet Co. vs. N. Y. N. H. & H. R. R. 
© 


THE TRAFFIC WORLD 


Docket of the Commission 


1. SS. 3112—Coal from New England ports to interior New Englan 
points. < 

21075 (and Sub. 1 and 2)—New’ England Traffic League et al, y 
B A. R. R. et al 


.-& AR. Re 5 
21121—State of Connecticut vs. N. Y. N. H. & H. R. R. et al. 


November 13—Chicago, Ill.—Examiner Disque: 
21296—Advance Fuel Co., Inc., vs. C. & O. Ry. 


November 14—Chicago, Ill.—Examiner Disque: 
20944—The Metamora Elevator Co. et al. vs. C. H. & D. Ry. et a, 


November 14—Minneapolis, Minn.—Examiner Way: 
I. & S. 3182—Combination rule and rates on lumber and relate 
articles from Pacific Northwest to various interstate destinations 


November 14—Argument at Washington, D. C.: 
19088—Live Stock Traffic Assn. et al. vs. A. & S. Ry. et al. 
yy Commission of Oklahoma vs. A. & S. Ry. et aj, 
1. & S. 31 Petroleum from Colorado, Tex., to Louisville, Ky, 


November 15—Seattle, Wash.—Director Mahaffie: 
Finance No. 2172—Construction of line by Wenatchee Southern Ry, 


November 15—Argument at Washington, D. C.: 
a 2” aed Manufacturing Co. of Tex. vs. A. T. & S. F. Ry, 
et al. 
20385—Leigh Banana Case Co. vs. A. T. & S. F. Ry. et al. 
20100—United Verde Copper Co. et al. vs. A. & V. Ry. et al. 


November 15—Washington, D. C.—Examiner Curtis: 
|. & S. 3188—Petroleum and petroleum products from the south and 
= to Ohio and Mississippi River crossings and Kentucky 
points. 
November 15—Kansas City, Mo.—Examiners Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10—Hay. ‘Hay rates with- 
in Western District. th 
16502—Board of Railroad Commissioners of state of S. D. vs. C. & 
N. W. Ry. et al. , 
19222—-Wichita Chamber of Commerce et al. vs. A. & S. Ry. et al. 
12244—-Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from South Dakota. 


November 15—St. Louis, Mo.—Examiner Hagerty: 
17330 (and Sub. 1)—Illinois Coal Traffic Bureau vs. A. V. I. Ry. et al, 
18025—Old Ben Coal Corp. vs. A. & V. Ry: et al. (further hearing). 


November 16—Tulsa, Okla.—Examiner Taylor: 
16451 (and Sub. Nos. 1 to 3, incl.)—Sinclair Crude Oil Purchasing 
Co. vs. A. T. & S. F. Ry. et al. 
15555—-Sinclair Crude Oil Purchasing Co. et al. vs. C. & E. R.R. 


et al. 

15621 (and Sub. 3 thereto)—Sinclair Crude Oil Purchasing Co. vs. A. 
T. & S. F. Ry. et al. 

16127—Sinclair Crude Oil Purchasing Co. vs: C. & A. R. R. et al. 

15157—-Sinclair Crude Oil Purchasing Co. vs. C. & A. R. R. et al. 

15156—Sinclair Oil & Gas Co. vs. Penna. R. R. et al. 

16103—Sinclair Crude Oil Purchasing Co. vs. C. B. & Q. R. R. et al. 

= were - are Crude Oil Purchasing Co. et al vs. C. B. & Q. 

. R. et al. 

21453—Barnsdall Oil Co. vs. C. B. & Q. R. R. et al. (further hearing 
solely on question of reparation). 

16693—-Sinclair Oil and Gas Co. vs. C. M. & St. P. Ry. et al. 

16767—-Lee C. Moore & Co., Inc., vs. A. & S. Ry. et al. : 

17690—Oklahoma Natural Gas Co. et al. vs. A. T. & S. F. Ry. et al. 
(further hearing). 

18599—The Carter Oil Co. vs. B. & O. R. R. et al. 

20297—-Sinclair Crude Oil Purchasing Co. vs. C. R. I. & P. Ry. et al. 

20687—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. 

21250—American Steel Derrick Co. et al. vs. A. T. & S. F. Ry. et al. 

19784—American Tank Co. et al. vs. A. C. & Y. Ry. et al. 

21319—Tulsa Traffic Assn. vs. C. R. I. & P. Ry. et al. 


November 16-17—Argument at Washington, D. C.: 
Valuation No. 400—In re tentative valuation of the property of the 
St. L.-S. F. Ry. Co. et al. 
Valuation No. 358—In re Ft. W. & R. G. Ry. Co. 
Valuation No. 360—In re K. C. C. & S. Ry. Co. 
Valuation No. 407—In re Brownwood N. & S. Ry. Co. 
Valuation No. 408—In re St. L.-S. F. & T. Ry. Co. 
Valuation No. 409—In re Paris & Gt. Nor. R. R. Co. 
Valuation No. 455—Quanah, Acme & Pacific Ry. Co. 
Valuation No. 518—Gulf., Fla. & Ala. Ry. Co. 
Valuation No. 636—Birmingham Belt R. R. Co. et al. 
Valuation No. 637—West Tulsa Belt Ry. Co. 
November 19—Washington, D. C.—Examiner Weems: 
21270—Roach Creek Coal Mines, Inc., et al. vs. A. A. R. R. et al. 
November 19—Argument at Washington, D. C.: 
Valuation No. 1079—In re tentative valuation of the property of the 
Pullman Co. 


November 19—Chicago, Ill—Examiner Disque: . 
1. & S. 3088 (and Supplements 1 to 3, inclusive)—Cans, iron, steel 
or tin, in Illinois and Western Trunk Line Territories and be- 

tween those territories and Central territory. 


November 19—Hood River, Ore.—Examiners Flynn and Way: 
21051—Hood River Traffic Assn. vs. Mount Hood R., R. et al. 
November 19—New York, N. Y.—Examiners Money and Esch: 
17000—Rate Structure Investigation: Part 8—Cottonseed, Its Prod- 
ucts and Related Articles. 

1. & S. No. 2759—Cottonseed and related vegetable products from 
en territory to Central, Eastern and Southern terri- 
ories. 

1. & S. No. 2820—Vegetable Oils and related articles in Official 
Classification territory. 

1. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

1. & S. No. 2926—Vegetable Oils in Official Classification territory. 


1. & S&S No. 2995—Vegetable Oils and related articles in Official 


Classification territory. 
1. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve- 
' , ee Bossier City, La. 

: points to Miss. and Ohio River gateways, etc. 


1. & S&S. No. 3067—Cottonseed and other Vegetable Oils from the 


Southwest to interstate points. 


1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 


mon points to Baltimore, Md., and Boston, 





No. 3036—Cottonseed Hull Fibre or Shavings from S. W. 
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MERCHANDISE STORAGE and 
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2000 “pd 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Fortnightly Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 
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et al. 
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Pool Car Distribution — Prompt and Intelligent Service 
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Bi-Weekly or Fortnightly 
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DIRECT TO 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE Through Bills of Lading issued to other 
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McCORMICK STEAMSHIP co. 


GENERAL PACIFIC COAST AGENTS 


From Philadelphia . . Wednesdays and Saturdays 










Low Rates Quick Dispatch Thru Package Cars 









GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 





1. A ~~ No, 3121—Cotton Linters from the Southwest to interstate 
points. 

21105—Armour and Company vs. eo R. R. et al. 

14594—-American Linseed Co. vs. B. R. & P. et al. 

14688—-Spencer Kellogg & Sons vs. B. ‘R. & P. et al. 

15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 

16300 (and Sub. Nos. 1 to 5, incl.)—Armstrong Packing Co. vs. 
Abilene & Southern et al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. et al. 

16587—Lever Brothers Co. vs. D. L. & W. et al. 

16928—Manufacturers’ Assn. of Chicago Heights vs. B. & O. et al. 

— wnt Sub. No. 1)—American Linseed Co, et al. va. N. Y. 8S. & 

. eta 

17339—-C. F. Simonins’ Sons vs. C. I. & W. et al. 

17457—Hunphreys-Godwin Co., Ine., vs. A. & S. et al. 

18026—Arkansas Cotton Seed Crushers’ Assn. vs. ~ Cc. & Y. et al. 

18379—-Texas Cottonseed Crushers’ Assn. et al. be A. & R. et al. 

18405—Interstate Cotton Oil Refining Co. vs. C. :* . et al. 

18841—Alabama Cotton Seed — Assn. mt . & N. R. R. 
18890—Lever Brothers Co. vs. & A. et al. 

18935—East St. Louis Cotton oll Co. vs. A. & S. et al. 

19069—Arkansas Cottonseed Crushers’ Assn. vs. C. R. lL. & P. et al. 

19088—The Blanton Co. vs. A. & V. Ry. et al. 

19141—Refuge Cotton Oil Co. ef al. vs. A. & V. Ry. et al. 

19162—Southern Cotton Oil Co. vs. Ill. Cent. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. No. 1)—California-Arizona Ginners’ and Crushers 
Assn. et al. vs. Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. 

19194—Procter & Gamble Co. vs. A. & S. et al. 

19245—Procter & Gamble Co. vs. B. & O. et al. 

19270—Southern Cotton Oil Co. vs. Ann Arbor et al. 

19307—National Cottonseed Products Corp. vs. A. & N. W. et al. 

19325—Southern Cotton Oil Co. vs. A. & R. et al. 

19336—Portsmouth Cotton Oil Refining Co. vs. D. L. & W. et al. 

19533—East St. Louis Cotton Oil Co. vs. Sou. Pac. et al. 

19551 (and Sub. No. 1)—Rome Soap Mfg. Co. be Cc. I. & W. et al. 

19642—Elberton Oil Mills vs. Va. & Caro. Sou. R. R. et al. 

20068—Graco Milling Co vs. A. & 8. Ry. et al. 

20108 D va Sub. No. 1)—Wilison & Co., Inc., of Oklahoma vs. B. & O. 


et 
20130—Buckeye Cotton Oil Co. et al. vs. A. & R. et al. 
20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. et al. 
20161—-The Best Foods, Inc., vs. C. R. R. of N. J. et al. 
20596—-Armour & Company et al. vs. A. & S. et al. 
20596 (Sub. No. 1)—Wilson & Co., Inc., of Oklahoma vs. A. & 8. et al. 
20972—-Pittsburgh Plate Glass Co., Linseed Oil Division, vs. Santa Fe 


et al. 
21010—Swift & Co. vs. A. & S. et al. 
21138—Armour & Company vs. A. & S&S. et al. 
21151—Rome Oil Mills vs. Cent. of Ga. Ry. et al. 
Fourth Section App. 4241 et al., involving rates on cottonseed; cot- 
ton linters and cottonseed hull fibre or shavings; cottonseed 
cake, etc.; and other vegetable oils. 
21266—Peaslee-Gaulbert Co. vs. A. T. & S. F. Ry. et al. 
21399—Kuhn Paint & Varnish Works vs. A. & L. M. Ry. et al. 
21508—Swift & Co. vs. A. & S. Ry. et al. 


November 20—Argument at Washington, D. C.: 
Valuation No. 894—In re tentative valuation of property of N. W. 
Terminal Ry. Co. 


November 21—Fayetteville, Tenn.—Railroad and Public Utilities Com- 
mission of Tenn.: 
Finance No. 7038—Application N. C. & St. L. Ry. for authority to 
—" a branch line between Fayetteville, Tenn., and Capshaw, 
a. 
November 21—Omaha, Neb.—Examiner Worthington and Walsh: 
17000—Rate Structure Investigation, Part 10—Hay. Hay rates with- 
in Western District. 
ae ig a nee oe of ar Commissioners of state of S. D. vs. C. & 
19222 Wichita ee of Commerce et al. vs. A. & S. Ry. et al. 
12244—Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
Fourth Section Application 13040—Hay from South Dakota. 
November rE, oe at Washington, D. C.: 
Valuation No. 1006—In re tentative valuation of the properties of 
the M. P. R. R. et al. 
Valuation No. 410—In re Arkansas Central R. R. 
Valuation No, 818—In re Natchez & Southern R. R. 
Valuation No. 957—In re Natchez & Louisiana Ry. Transfer Co. 
Vatuation No. 967—In re Coal Belt Electric Ry. 
Valuation No. 970—In re Union Ry. (Memphis, Tenn.) et al. 


November 21—Seattle, Wash.—Examiner Flynn and Way 
1. & S. 3157—Lavan-Veneered Doors from North Pacific Coast Ter- 
ritory to Eastern Canada. 
November 22—New York, N. Y.—Examiner Esch: 
21233—John P. Squire & Co. et al. vs. B. & A. R. R. et al. 


November 22—Raleigh, N. C.—Examiner White: 
Fourth Section Application 13307, filed by A. C. L. R. R. 
November 22—Seattle, Wash.—Examiners Flynn and Way 
1. & S. 3182—Combination rule and rates on lumber ~ AP related 
— from Pacific Northwest to various interstate destina- 
tions. 
November 22—Argument at Washington, D. C.: 
19665—Alexandria Paper Co. vs. A. T. & S. F. Ry. et al. 
1. & S. 3029—Chain Iron and steel, and bolt, nail rivet and wire 
rods in Official Classif. Terry. 
17804—-Standard Nut & Bolt Co. vs. N. Y. N. H. & H. R. R. et al. 
18024 (and Sub. 1)—Pawtucket Manufacturing Co. vs. N. Y. N. H. 
& H. R. R. et al. 
20187—Carnegie Steel Co. vs. Penna. R. R. et al. 





UNION CITY ©;-0 WATERBURY 
BEACON FALLSaONAUGATUCK 
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exmwe: BOAT SERVICE 
seeeee STORE DOOR DELIVERY 
BY OUR OWN MOTOR TRUCKS Via MALLORY an Eat —— 


November 22—Argument at Washington, D. C.: 

* Finance No. 6734—Proposed Construction of Line by Cane Belt R, 

* Finance No. 6759—Proposed Construction of Line by St, Low 
Brownsville & Mexico Ry. Co. is, 


November 23—Oklahoma City, Okla.—Examiner Hagerty: 
* Fourth Section Application 13578—Filed by St. L.-S. F. Ry, 
November 23—Raleigh, N. C.—Examiner White: 

Fourth Section Application 13507 filed by J. J. Cottrell, agent. 


November 23—Argument at Washington, D. C.: 
sg ae nee Asphalt Roof Corp. et al. vs. A. T. & SBP Ry, 
er Oe ¥ Clark & Co. Division American Stove Co. vs. C. ¢ ¢ 


































































& St. y. 
20382 La ‘Fayette Box Board and Paper Co. vs. C. B. & QaRR 
et a 
20335 (and Sub. No. 1 and 2)—Mid-West Box Ce. vs. Mich. Cent 
R. R. et al. 


20336—James S. Kirk & Co. vs. C. C. C. & St. L. Ry. 
20374—Kokomo Steel & Wire Co. vs. A. & W. Ry. et al. 
20491—Morton-Gregson Co. et al. vs. A. T. & S. F. Ry. et al. 
20537 (and Sub. 1)—Swift & Co. vs. A. T. & S. F. Ry. et al. 
20556—The Cudahy Packing Co. vs. A. T. & S. F. Ry. et al. 
20666—Fishback Co. et al. vs. C. C. C. & St. L. Ry. et al. 
20612—Kokomo Steel & Wire Co. vs. Mich. Cent. R. R. et al, 

November 23—Oklahoma City, Okla.—Examiner Hagerty: 

* |. & S. 3192—Routing Cotton from St. L.-S. F. Ry. pts. in Oklahoma 

to Southeastern and Carolina territory. 


November 23—Tacoma, Wash.—Examiners Flynn and Way: 
20991—G. R. Eastman vs. Nor. Pac. Ry. 


POSITIONS WANTED OR OPEN 


The rates for classified advertisements are as follows: First jin. 
sertion, $1 per line; minimum charge $3; succeeding insertions, per 
line, 50 cents; 10 words to the line; numbers and abbreviations counted 
as words; 6 point type; payable in advance. Answers to keyed ad. 
vertisements forwarded free of charge and all correspondence held 
in strict confidence. THE TRAFFIC WORLD, 418 South Market 
Street, Chicago, III. 











WANTED—Traffic Manager for large mixed feed manufacturing 
company. Must be thoroughly experienced in milling in transit and 
rates, in C. F. A. and Eastern Trunk Line territories. Apply FEED 
100, care of Traffic World, Chicago, II. 


POSITION WANTED—By capable man_as traffic manager or 
assistant. Single. Thoroughly versed on traffic R ag~orng Looking for 
—- = advancement. Address Box S. O. K., care Traffic World, 

cago, L 





LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and Routing All in One Book! 
Send for Sample Sheets 


G. R. Leonard & Co. 


155 N. Clark St., Chicago 15 E. 26th St., New York 





HAMMOND, IND. 


In the Chicago Switching District 
General | Maosheniien, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


Quick Service. Low Rates 





BALTIMORE, MD. 
STORAGE WAREHOUSE 


Cold Storage t=: General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., monument and Forrest Ste. 








_ SEMETT CITY THRU RATES AND 









sae any DIRECT WATER ROUTES 





South Norwalk, Bridgeport, New 


MYSTIC 
WESTERLY fi TOM London and Norwich, Conn. 







to South and Southwest 















C. F.A., W. T. L., Inter-Mountain, 
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THE TEST OF 
REAL SERVICE¢e 


No one will question our statement when 
we say that the operating costs for a fleet of 
steamships on the Great Lakes runs into many 
thousands of dollars per week. 


If there is a full cargo it is no trick at all to 
keep them in operation. When the tonnage is 
light, however, the natural procedure is to tie 
up one or more ships until the tonnage again 
reaches a satisfactory volume. 


The Nicholson Universal Steamship Com- 
pany is not following the natural procedure; 
its steamships are maintaining a dependable 
schedule day in and day out until the close of 
the present season of navigation. 


This, we believe, is the true test of real 
service to the shipping public. 


NICHOLSON UNIVERSAL STEAMSHIP COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 

Offices: 
I TS gn 0 voc daesee 08 South and Ohio Streets 
IAMS i. tabs wos «0.0 4 'oheais 53 West Jackson Blvd. 
Cleveland, Ohio.............. Foot of East 40th St. 
Eebereee ENON... Ss osc. cccvcae 501 Coe Terminal Bldg. 
Milwaukee, Wis.............. 225 Erie Street 
Toledo, Ohio.......... .... Elm and Water Streets 
Green Bay, Wis.............. 125 South Broadway 

A 


NICHOLSON 
UNIVERSAL STEAMSHIP 
COMPANY 
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\4 
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The Four Points of the Compass 


ORTH, SOUTH, EAST, WEST—they have been with us from the 
\ very dawn of civilization. But the compass became a valued 

servant of mankind only when it was found to give constant 
and accurate evidence regarding these four primary directions. 


The Norfolk and Western Railway is like a compass in some respects. 
Its lines extend, like the points of a compass, from East to West and from 
North to South, as you can readily see on the map facing this page. The 
main line stretches westward from the Atlantic seaboard at Norfolk, 
““gateway to the world,’’ through the rapidly developing sections of 
eastern Virginia, across the Blue Ridge and Alleghany mountains, through 
the great coal fields of southern West Virginia and into the vast manufac- 
turing sections of the Middle West. Bisecting this double track main line 
are the important north and south lines of the railway, connecting Mary- 
land in the North with Tennessee and North Carolina in the South, the 
line through Bristol, Va.-Tenn., being a ‘‘short line’’ between the East 
and the great Southwest. 

OFFICES 
For your convenience 
are located in all prin- 
cipal cities east of the 
Rocky Mountains. 


But aside from its appearance on a map, the Norfolk and Western Rail- 
way and the compass have much in common. The compass is a servant of 
mankind. So is the railway. The compass is of value only as it gives 
constant and reliable proof of the four primary directions. The railway is 
of value only to the extent that it gives constant and reliable proof of its 
‘four points’’—dispatch, safety, dependability, economy. Like the points 
of the magnetic compass, these ‘‘points’’ of the railway compass have 
been with us since the earliest days of transportation. But it is only 
recently, as history goes, that the Norfolk and Western Railway has 
existed to “‘give reliable evidence’’ that freight can be, and is, handled 
with ‘‘dispatch, safety, dependability and economy”’ into, out of, and 
through the territory served by this carrier. 


In fact, just as the four directions bring to mind the trustworthy com- 
pass, so the four cardinal requirements of good transportation service 
bring to the minds of alert traffic men the thought of the Norfolk and 
Western Railway and its long, enviable record for giving ‘‘reliable evi- 
dence’ that these essential qualities of good railroading are available to 
those who can or will use them. 


Yes, the Norfolk and Western Railway is very much like the compass 
—the map facing this page indicates as much—your use of the railway’s 
services will prove it. 


NORFOLK ano WESTERN 
RAILWAY 
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g The Cedar Rapids & 

Towa City Railway 

hauls freight, prod- 

uce, perishable 

¢ 8, etc., in this 

nternational Heavy- 
Duty Truck. 





The Wabash uses 
International Trucks 
with trailers for ex- 
iting handling of 
C. L. freight, re- 
placing trap cars. 








Gg A Canada Steamship 

Lines letter says: 
*!We have had such 
splendid service 
from the Interna- 
tional trucks we are 
using that you may 
be assured that fur- 
ther purchases of 
this equipment will 
be International.” — 
By T. R. Enderby, 
general manager. 





The Louisville & 
Nashville road uses 
this Special Delivery 
truck for railway 
mail service. 








The P. & L. E. Rail- 
road (New York 
Central subsidiary) 
operates this Speed 
ruck in stores de- 
partment work. 








And these two views 
show the McCor- 
mick-Deering Indus- 
trial Tractor.. The 
tractor with trailer 
is called “the most 
serviceable device in 
our stores depart- 
ment,” by officials 
of the Monon Route. 

e lower illustra- 
tion shows a McCor- 
mick-Deering- 
powered crane used 
in car-shop service 
by the Union Pacific. 
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INTERNATIONAL 
HARVESTER 


and the 


RAILROADS 


INTERNATIONAL TRUCKS 
Band McCormick- Deering 
International Tractors are 
now used by some 70 of the foremost 
railroad and transportation companies 
in the country and by many lesser local 
lines. We have frequently printed a 
list of prominent users in this field 
and will publish the growing list from 
time to time. 












The trucks and the tractors are used 
with great success in many types of 
hauling work. The illustrations here 
show some of the more common adap- 
tations. We shall be glad to demon- 
strate the highly practical utility and 
economy in International Harvester 
automotive equipment to prospective 
buyers. The 168 Company-owned 
branches which form the backbone of 
our well-known service facilities are 
at the disposal of every truck owner 
among the railroads as well as in every 
other field of hauling. Requests for 
information will be given prompt 
attention. 


INTERNATIONAL HARVESTER COMPANY 


of America 
606 S. Michigan Ave. Udeorpdeatod) Chicago, Hlinois 


Motor Trucks 


and 


Industrial 
Tractors 











No: yf November 17, 1928 THE TRAFFIC WORLD 


| — On November 8, 1838— 


NINETY YEARS AGO 


The First Engine in the Mississippi Valley was 
placed on the Wabash track at Meredosia, III. 





Ninety Years of Service 


From the time that little train of ninety years ago puffed its 
way from the east bank of the Illinois River at Meredosia, 
Illinois, to Morgan City, a distance of 12 miles, at the 
“‘thrilling’’ speed of 6 miles an hour, service has been the big 
idea on the Wabash. This spirit of service today, makes the 
Wabash an outstanding example of what service really 
means to the traveler and to the shipper. 


Located in the very heart of the richest agricultural and in- 
dustrial section of the United States, the Wabash directly 
serves the cities of Chicago, St. Louis, Detroit, Buffalo, 
Kansas City, Omaha, Toledo, Des Moines, Ft. Wayne— 
and hundreds of other important industrial communities, 
and is the short line between most of these points. 


Service Is the Big Thing on the Wabash Today. 


The Wabash ranks first among the larger railroads in maintaining its 
locomotives in the highest degree of perfection. *Its freight train speed 
average is 26.4% faster per train hour than the average of all Class | rail- 
roads. The number of revenue tons carried over the Wabash are as follows: 

During the year 1900 12,556,220 i ns 

Duri g the year 1918 17,105,880 tons 

During the year 1927 20,408,437 t ns 
And, the year 1928 will break all previous records for Wabash tonnage. 
This achievement reflects the appreciation of Wabash patrons for the 
service it is rendering. Their hearty response with increased traffic, indi- 
cates that the shippers of today realize that it is only real service that has 
made possible this splendid record. 
*From report of Federal Bureau cf Locomotive I spectiot. 


Ninety Years of Serving! 


WABASH 


CHICAGO—ST. LOUIS—DETROIT—KANSAS CITY—BUFFALO—TOLEDO—OMAHA—DES MOINES 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGs 






ovembe 






This striking illustration shows 

TWINE packed i ina Bemis Bag, 

and wrapped in piece goods. The 

advantages of Bemis Bags are R 


obvious! 


















‘Why Packing inB ags 


replaces wrapping in piece goods 


Time saved is reason enough for using bags. and knotting to contend with—and pay for! 


Just put your products in a Bemis Bag made —_¢ you are now wrapping your products in 
exactly for your needs, sew up one end, and piece goods, investigate the merits of Bemis 

, there you are! An easily handled, neat, sub- Bags, sized and shaped to fit your needs. 
stantial container that will carry your prod- you, can save real money in your packing 
ucts to their destination in perfect condition. operations—not to mention the untold 
But if you pack in piece goods, there’s piling advantages of a shipping unit that looks 
up, folding, cutting, tucking, sewing, roping _ better and travels safely. 


BEMIS BRO. BAG CO. 


Address: General Sales Offices, ST. LOUIS, U.S. A. 


















Bag Factories Bag Factories 
St. Louis Brooklyn 
Minneapolis Buffalo 
Omaha Wichita 
New Orleans Ware Shoals, S.C. 
San Francisco 
Indianapolis Cotton Mills 





St. Louis 
Indianapolis 
Bemis, Tenn. 
Bleachery 
Indianapolis 














MR743 


OR PLAIN 





COTTON ~ BURLAP w~ PAPER w PRINTED 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 


No. y 











Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental fimited 


Between Seattle and Chicago Without Change of Cars 


H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. St. Paul, Minn. 

H. G. Dow T. J. Shea 


Eastern Traffic Manager Asst. General Freight Agent 
New York City 105 W. Adams St., Room 620, 
Chicago, Ill. 


4 
™~ 


"- « 


® INDIANAPOLIS 
Merchants Bank Bldg. 
KANSAS CITY 
Railway Exchange Bldg. 


@ 


Majestic Bldg. 
Manzana de Gomez 


® DETROIT 
®@ HAVANA 


Hippodrome Bldg. 
® DENVER 


Boston Bldg. 


Southern Pacific Bldg. 


@® CHICAGO PASSENGER 


@ CHICAGO—FREIGHT DEPT. @® CLEVELAND 
DEPT., 33 West Jackson 


Ellicott Square Bldg. 
@® CINCINNATI 
Dixie Terminal 


@® BUFFALO 


Woodward Bidg. 
Old South Bldg. 


@ BIRMINGHAM 
@ BOSTON 


@ ATLANTA 
Healey Bldg. 
@® BALTIMORE 
209 Morris Bldg. 
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SOUTHERN PACIFIC LINES 
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What Is Worth Doing 


Is Worth Doing Well 


N industry or commerce, location is not everything, 

but it is much, When locating or relocating, select 
the right place and then select a site on the right rail- 
road, in the right place. 


Southern Pacific has everything to offer in its 
chosen field. It directly serves eight states in our own 
country and five in Mexico with markets and resources 
unlimited. Located on its tracks, served by its 20,000 
miles of rail and steamship lines—an empire is at your 
door. An unmatched transportation machine, with an 
unsurpassed personnel is at your command. You are 
closer to the trade because the “Home Road” takes you 
everywhere. 


Note “where they reach and where to reach them”’— 
See the map. 


For full information apply direct to 


- - + = Chicago, Ill 
- - + + = = Houston, Texas 

- * += + = = = Guadalajara, Mexico 

reight Traffic Manager - - - - San Francisco, Calif. 

; i Freight Traffic Manager - - - - Los Angeles, Calif. 
. H. Mulehay, Asst. Freight Traffic Manager - - - - Portland, Ore. 


or 
Write, telegraph or 'phone 
*“*General Agent, Southern Pacific Lines’’ 


The Postman Knows Him 


SOUTHERN PACcIFIC LINES 
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